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Saturday, July 23, 1910 
The West 
With the progress of business and industrial develop- 
ment in the west, there has gone forth an intellectual 
growth of equal stability, and the west is to-day as com- 
petent to analyze economic questions as the residents 
of the eastern states, and probably with more breadth. 

Evidence of the great increases in population taking 
place in the west and in the south invites attention not 
only to early commercial supremacy, but to the fact that 
with this must go domination in the national policies. 
The insurgent element in politics has shown that, while 
it makes radical claims, it is with few exceptions for 
the purpose of enforcing a fair compromise between a 
too-radical course and ultra conservatism. We realize 
that party regularity to a certain extent is necessary 
to carry government along, and yet we cannot overlook 
the fact that Mr. Taft’s policies were not, in our belief, 
saved by the stalwarts. 

The process of mental growth to the scope of re- 
garding the interests of the entire country as a nation, 
rather than as a field of exploitation for a few of the 
Older principalities, seems to have a more hopeful de- 
velopment on the western side of the Alleghenies. We 


say this from no local or provincial standpoint, for the 
west is neither provincial nor local. 
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WHERE THE SHIPPERS STAND 


Their Plea to Railways Not Contentious—The Majority 





Seek Only Non-Partisan Consideration of Rates 


Washington, D. C., July 22.—The 
anticipation of permanent animosities 
resulting from a settlement of pres- 
ent rate differences is a useless fear, 
if those who make these predictions 
will take the trouble to get a clear 
understanding of the issue. Confer- 
ences recently with members of the 
executive committee of the National 
Industrial Traffic League, as well as 
leaders in other organizations, have 
given us, we believe, a correct idea of the situation as 
now presented. Some plain speaking may, therefore, 
be of value at this time. . 

It has been the desire on the part of the most fair- 
minded element among the shipping interests to meet 
the railways in conference when important changes are 
contemplated and to consider the effect as partners in 
the common welfare. To meet the individual, of course, 
is not in any way possible, and the only plan at all 
practical has been to recognize their properly accredited 
representatives or chairmen of their associations. They 
feel that there has been a lack of willingness to approve 
this plan by the railways and the result of this belief 
crystallized into the new phase of regulation, granting 
the Interstate Commerce Commission power to suspend 
increases in rates. In other words, the thing that was 
not accomplished by mutual agreement has been by 
federal law. 

Here, however, is the particular phase for the rail- 
ways to reflect upon calmly and, in so considering con- 
ditions, there will seem small reason for mistrusting the 
future. The pith of the shipper’s plea is not for a 
rate, nor a schedule of rates, but for the basis to be 
established by a purely disinterested authority. This is 
a new and advanced method, of course, but why less 
reasonable relating to rates than to other issues? The 
policy of the United States in international questions is 
by its influence to enlarge the use of the Hague tribunal 
and the general world movement is to place the settle- 
ment of controversies in the charge of impartial arbiters. 
If the principle is correct, why not test it thoroughly 
and conscientiously in a contention between production 
and distribution, the two most important factors in our 
business? 

Some recession from long-cherished beliefs by the 
writer has been necessary before what now seems a fair 
position could be frankly taken, but, the more consid- 
eration given the question, the less there appears of 
menace to any interest in the present restraint. If the 
shippers are willing, as they are, to admit a bias on the 
rate question because of too close a connection with 
the result, certainly the railways cannot claim immunity, 
and the public is entitled to a settlement by some au- 
thority of non-partison opinions and expert knowledge. 
The exploitation of facts from both sides placed before 
the Interstate Commerce Commission in a public way 

may be of great benefit to the consumer, who is each 
day growing more careful in analyzing conditions, and 
the attempt to justify an indefensible position will be 
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more easily noted than heretofore. This will permit 
some general knowledge to go abroad that is authentic 
and indicate steps that may be properly taken to cure 
the trouble disclosed. 

Shippers of prominence and moving traffic in heavy 
volumes say to us that, if they cannot stand for a fair 
showing in their business relations with the public, they 
will accept results without any protest, and they only 
ask that the railways take the same course. Certain 
railway men of equal importance in the realm of trans- 
portation say the same thing. If this sentiment is not 
general there would seem to be peculiar reasons for any 
unwillingness to meet the present lawful conditions, and 
it is perhaps necessary for the future of such interests 
as may not approve the law, as well as the public, to 
know why they prefer secrecy. 

A rate is now a public utility, and it is lawful and 
obligatory when called upon to give a satisfactory rea- 
son for it. It is equally lawful and obligatory to ap- 
prove a rate issue only by consideration of the public, 
not private, good, and of essential force. 

W. B. B. 


Favors Commission’s Intervention 





Syracuse, N. Y., July 22.—The attitude of the Syra- 
cuse Traffic bureau on the question of general advances 
in freight rates and its willingness and desire to leave 
the question in the hands of the Interstate Commerce 
Commission has been outlined by Frank Barry, traffic 
manager, in bulletin to members of the organization in 
which Mr. Barry says: 


“Many rate readjustments are now being made by 
carriers. New tariffs are being received by every mail, 
most of them indicating advances in class rates, now 
published as effective August 1, 1910. 

“The recent amendments of the interstate commerce 
law, enlarging the Commission’s power of action upon 
its own motion, and the steps that have been taken to 
check undue advances of transportation rates, render it 
difficult to forecast the outcome of present conditions. 

“It has not seemed profitable to this bureau to dis- 
cuss, or take any action with regard to the rumors of 
increase of railroad rates, in advance of definite infor- 
mation as to what the carriers propose to do. 

“If the railroads are not receiving fair and adequate 
returns for their service, a readjustment of rates should 
certainly be effected, and the Commission will be just 
in its determination of the question. If the railroads 
undertake to generally advance charges without justifi- 
cation, the Commission will doubtless prohibit such ac- 
tion. 

“The question of justification can be properly deter- 
mined only by a judicial investigation, and it seems best 
to await dispassionately the result of the carriers’ and 
the Commission’s action, without prejudgment.” 


° FINDS IT A VALUABLE ACQUISITION. 


“If you will refer to your mailing list you will find 
that our name appears thereon and that we have been 
receiving your issue since March 26. It certainly is a 
valuable acquisition to us and we could hardly get along 
without it.”—William Galloway Co., Waterloo, la., Agri- 
cultural Implements and Dairy Supplies. 
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DECISIONS OF COMMISSION 


Interstate Board Hands Down Rulingsin Contested 
Cases 


San Pedro Entitled to Terminal Rates 


No. 2611. 
(19 I. C. C. Rep., 323.) 
HARBOR CITY WHOLESALE COMPANY OF SAN PE: 
PRO, CALIFORNIA, 
vs. 
SOUTHERN PACIFIC COMPANY ET AL. 
Submitted February 11, 1910. Decided June 11, 1910. 


1. Upon a finding that Los Angeles was originally made a 
terminal rate point because of its proximity to the harbor 
of San Pedro and has since maintained that rate status; 
and upon the further finding that the actual and potential 
competition through the harbor of San Pedro contribute at 
this time to the maintenance of terminal rates to Los 





Angeles, it is Held, That the defendants are guilty of an 
unlawful discrimination against San Pedro in not making 
it also a terminal rate point. 


2. A rate adjustment that deprives San Pedro of the benefit of 
its own geographical position while according the benefit 
of it to Los Angeles constitutes an undue discrimination, 
If actual or potential water competition through the harbor 
of San Pedro is recognized by the defendants in the Los 
Angeles rates it cannot lawfully be obscured in the rates 
to San Pedro itself. When one community leans upon 
another for its competitive rates, the benefit of such rates 
ought not to be denied to the point where the competitive 
conditions exist. 

Miner P. Goodrich and Kuster, Loeb & Loeb for 
complainant. 

F. C. Dillard, P. F. Dunne, C. W. Durbrow and Wil- 
liam F. Herrin for Southern Pacific company. 

E. B. Peirce for Chicago, Rock Island & Pacific Rail- 

Way company. 

E. N. Clark and T. L. Philips for Denver & Rio 

Grande Railroad company. 

F. C. Dillard and P. L. Williams for Oregon Short 

Line Railroad company. 

W. R. Kelly for San Pedro, Los Angeles & Salt. Lake 

Railroad company. 

Robert Dunlap and T. J. Norton for Atchison, Topeka 

& Santa Fe-Railway company. 


Report of the Commission. 
HARLAN, Commissioner: 


The all-rail rates from the east to San Pedro, in 
the state of California, are based upon the through rates 
to Los Angeles plus the local rates from Los Angeles to 
San Pedro, and this for many years has been the rela- 
tion of rates as between the two points. In its petition, 
the complainant prays that San Pedro may be designated 
as a Pacific coast terminal and may be accorded the 
same rates that are now in effect to Los Angeles, San 
Diego, San Francisco and numerous others points, in 
California and adjacent states, commonly referred to 
as terminal points, and taking the so-called terminal 
rates. It is not alleged that the rates to San Pedro are 
in themselves excessive and unerasonable, but is con- 
tended that they are discriminatory as against San Pedro 
when compared with the rates to other points taking 
terminal rates. 

San Pedro bay lies about 125 miles north of San 
Diego and 500 miles south of San Francisco. The city 
of Los Angeles is 22 miles inland from the bay. A por- 
tion of the harbor of San Pedro-is commonly referred to 
as the inner and another part as the outer harbor. The 
city of San Pedro, with a population of 6,000 or 7,000 
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inhabitants, lies partly on the outer harbor and partly 
on the inner harbor. Adjacent to it is the town of 
East San Pedro, with a small population, but having 
rather extensive lumber interests; and close at hand is 
the: village of Wilmington. These three towns have re- 
cently been merged with and now form a part of the 
city of Los Angeles. The physical connection between 
the several communities has been accomplished by in- 
cluding within the enlarged municipal limits a strip of 
land, about half a mile wide and locally known as “the 
shoestring,’ that extends from Los Angeles proper to 
San Pedro bay and harbor. 

Much testimony was introduced at the hearing to 
show the condition of the inner and outer harbors and 
their capacity to float the extensive commerce which is 
confidently expected to reach that point in the future. 
We shall not go into these details. It will suffice to say 
that the general government has appropriated $2,900,000 
for the outer harbor and breakwater, and $1,638,000 for 
the inner harbor. Substantial work has been done under 
these appropriations. We are advised also that the city 
of Los Angeles has arranged to spend $10,000,000 in the 
development of the harbor within the next ten years, 
and that $3,000,000 has been made immediately available. 
Much dredging is going’on, and docks, wharves and slips 
are being constructed. Apparently the people of Los 
Angeles realize the need of creating at San Pedro a 
harbor capable of taking care of a large share of the 
commerce that is expected to flow through the Panama 
canal when completed. The depth of the water in the 
harbor is said to be sufficient at ordinary tide to permit 
vessels drawing as much as 24% feet to come in with 
safety. About 18,000 linear feet of wharves have been 
constructed. During the calendar year of 1908, vessels 
of all classes, including 1,559 coasting steamers, 118 
coasting schooners, 4 barkentines moving coastwise, 9 
foreign steamships, 1 foreign ship, and 1 foreign bark 
entered the harbor. The commerce of the port amounts 
in the aggregate to over 1,000,000 tons a year, 80 to 85 
per cent of which, it is said, consists of lumber and its 
products coming from North Pacific points. Low-grade 
commodities, such as pig-iron, coke, coal, cement and 
foreign fertilizer, make a substantial part of the tonnage. 
Most of the 45,000 tons of general merchandise received 
through the harbor during the year 1908 came through 
San Francisco. We are told that 95 per cent of all the 
tonnage that enters the harbor moves through to Los 
Angeles and the interior, -the other 5 per cent staying 
at San Pedro. It will be remembered, however, that San 
Pedro is a place of comparatively small dimensions, 
while Los Angeles has over 300,000 inhabitants. 

The rails of the principal defendant and the Pacific 
Electric reach San Pedro proper, while the San Pedro 
Los Angeles & Salt Lake runs into East San Pedro, just 
across the harbor. The latter road has joint rates with 
the Santa Fe to and from East San Pedro, and the 
Pacific Electric moves freight over the rails of the Salt 
Lake to East San Pedro. The steamers of the Jebsen, 
the Cosmos, the Dollar, the W. R. Grace and the Pacific 
Coast Steamship company lines all stop at San Pedro. 
The Jebsen line operates from Salina Cruz, the Pacific 
terminus of the Tehuantepec National railway, north to 
British Columbia. It carries high-grade commodities, 
some of which originate at Liverpool, Hamburg and else- 
where and are destined to Los Angeles. The Cosmos 
line, carrying principally nitrate of soda, runs from Ant- 
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werp around the Horn, north to British Columbia and 
return. The Dollar vessels bring oriental freight from 
China and Japan. The W. R. Grace company imports 
nitrate of soda, largely in tramp vessels. The Pacific 
Coast Steamship company maintains a monthly service 
between San Pedro and Mexico, being precisely the same 

service that it gives to San Francisco. 
The American-Hawaiian line is the strongest com- 
petitor of the railroads for Pacific coast traffic. The 
vessels assigned to the Atlantic service run from New 
York to Puerto Mexico, where the traffic is delivered 
to the Tehuantepec National railroad. At Salina Cruz, 
the Pacific terminus of that carrier, it is again turned 
over to American-Hawaiian vessels. San Diego is the 
first American port of call for these vessels and San 
Francisco the second. They proceed as far north as 
Seattle and Tacoma. But they do not stop at San Pedro. 
The larger volume of the tonnage of this line originates 
at New York and in the Atlantic seaboard territory. 
Occasionally it gets some traffic from as far west as 
Des Moines, in the state of Iowa. Its tariffs are not 
filed with the Commission, but we are advised that its 
rates from New York are the same to San Diego, Los 
Angeles and San Francisco. These rates do not apply 
to San Pedro, for, as just stated, its vessels do not stop 
at that point. If a shipment is destined to Los Angeles 
over that line, it is unloaded at San Diego and carried 
thence to Los Angeles by the Santa Fe. It is said, in 
fact, that 90 per cent of the traffic unloaded at San 
Diego by this line is subsequently carried by the Santa 
Fe into Los Angeles county, the rate of the Santa Fe 
to Los Angeles being absorbed by the American-Hawaiian 
line. The Santa Fe publishes proportional rates from 
San Diego and San Francisco applying only on traffic 
delivered to it at those ports by water carriers, and it is 
our understanding that it is this proportional rate from 
San Diego that is absorbed by the American-Hawaiian 
line. It may be noted here that these proportional rates 
from San Diego to Los Angeles are exactly the same 
as the local rates from San Pedro to Los Angeles; the 
regular local rates of the Santa Fe between San Diego 
and Los Angeles are more than twice as high as the 
proportional rates. Neither Santa Barbara nor Ventura 
is a port of call for stemers of the American-Hawaiian 
line, and neither place, so far as the all-rail routes are 
concerned, enjoys terminal rates from the east. The 
all-water traffic to either place is turned over by the 
American-Hawaiian line to the Pacific Coast Steamship 
company either at San Diego or San Francisco. It is 
our understanding, however, that the traffic handled in 
this way by the American-Hawaiian Steamship company 
to Santa Barbara and Ventura is almost negligible in 
quantity. When the American-Hawaiian line carries traf- 
fic from the east that is destined to San Pedro, it is dis- 
charged at San Diego and carried to destination either 
over the rails of the Santa Fe through Los Angeles or 
directly to the port of San Pedro in the steamers of the 
Pacific Coast Steamship company. In the first instance 
the San Pedro merchant is required to bear the burden 
of the local rate from Los Angeles to San Pedro, and 
in the second instance he must bear the burden of the 
local rate of the Pacific Coast’ Steamship company from 
San Diego to San Pedro; the Los Angeles merchant, on 
the other hand, has the rate from San Diego to Los 

Angeles absorbed for him, as heretofore stated. 

The Panama line operates entirely through San Fran 
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cisco. It publishes the same through rates to San Fran- 
cisco and Los Angeles. Its traffic for Los Angeles, the 
volume of which is not large, as we understand the mat- 
ter ,is discharged at San Francisco and reshipped in the 
steamers of the Pacific Coast line to San Pedro or to 
Port Los Angeles. Out of the through rate as published 
from New York the rail line from San Pedro and Port 
Los Angeles into Los Angeles receives its full local 
charge, the balance being divided under joint agreement 
between the carriers concerned, including the Pacific 
Coast Steamship company. It is to be observed that 
traffic to Santa Barbara, which is not a port of call for 
the Panama line, is handled in the same way and with 
like absorptions. No freight is handled by this line for 
Ventura. But when the traffic is destined to San Pedro 
and does not pass through its harbor and beyond to Los 
Angeles, the Panama line does not absorb the charge of 
the Pacific Coast line from San Francisco. 

It will thus be noted that, while traffic that comes 
into its harbor and passes over its docks and is carried 
thence to Los Angeles enjoys the benefit of these very 
substantial absorptions, similar traffic, if it stops on the 
docks at San Pedro, must pay in addition either the local 
charges of the Pacific Coast line from San Francisco to 
San Pedro or its local charges from San Diego. Although 
it is asserted that any vessel that may get into and out 
of the harbor at San Diego may as safely get into and 
out of the harbor at San Pedro, neither of these great 
coastwise lines stops at San Pedro. But they absorb the 
charges to Los Angeles from San Francisco on the one 
hand and from San Diego on the other. And, to com- 
plete the statement of the rate isolation of San Pedro, 
it should be added that, although San Diego is 100 miles 
more distant from Los Angeles than is San Pedro, and 
the haul for a large part of the way is said to be one 
of unusual difficulty, the rail rates from both ports to 
Los Angeles are the same. 

We have referred to these details of the water-and- 
rail movement to Los Angeles and San Pedro in order 
that the whole situation may be fully before us. The 
attack that the petitioners make, however, is upon the 
all-rail rates to San Pedro, and the complaint is that 
they are discriminatory as against that city as compared 
with the all-rail rates to the so-called terminal points. 
The history of the rate adjustment to Los Angeles, as 
we gather the facts from the record, is substantially as 
follows: In 1869 Los Angeles and Wilmington were con- 
nected by a railroad built by the city and county of 
Los Angeles. Merchandise arriving at the port of San 
Pedro was lightered to Wilmington, the rail terminus, 
and transported thence to Los Angeles by rail. At this 
time Los Angeles was not connected with the east by 
rail. The Southern Pacific company, however, was build- 
ing south of the San Joaquin valley, and because of the 
obstacles presented by the Tehachapi mountains its in- 
tention was to build directly east by way of the valley 
of the Colorado river. As an inducement to it to build 
south of the Tehachapi the entire stocks and bonds of 
this Los Angeles-Wilmington railroad were turned over 
to the Southern Pacific company by the city of Los An- 
geles. In addition to this it was given about 60 acres 
of land in Los Angeles for terminal facilities. It is also 
said that it was presented by the city with a certain 
7 per cent municipal or county bonds running for a 
period of twenty years, but the details of this part of 
the transaction are not clearly explained of record. The 
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Southern Pacific company operated this road before its 
main line, which was finished in 1875, was built into Los 
Angeles, 

The record is not clear as to the exact year ip 
which Los Angeles was given terminal rates. 
for the defendants states that— 


Counsel 


The first tariff showing terminal rates is T. C. No, 1, ef- 
fective April 1, 1884. This is the first definite record showing 
terminal rates. However, it seems certain these rates were 
in effect several years prior. 

There are other indications of record that terminal 
rates were accorded to Los Angeles several years prior 
to the date of the tariff to which counsel here alludes: 
but however that may be it was not until 1888 that the 
Santa Fe built its coast line to San Diego, thus enabling 
Atlantic coast traffic to reach Los Angeles through that 
port. It seems reasonably clear, therefore, that the ter- 


. minal rates were not originally given to Los Angeles be- 


cause of any water competition through the port of San 
Diego. It is true that the Santa Fe operated its trains 
into Los Angeles as early as 1885, but it did this over 
the tracks of the Southern Pacific from Colton. It was 
not until 1888 that it ran its trains into Los Angeles 
over its own tracks, and it was not until 1888, as just 
stated, that its line from San Diego to Los Angeles was 
completed. Finding terminal rates already in effect to 
Los Angeles over the Southern Pacific, it naturally ad- 
justed its own rates to that point on that basis. The 
same conditions led the San Pedro, Los Angeles & Salt 
Lake railroad to put in terminal rates when it reached 
Los Angeles in 1905. Moreover, it appears that neither 
Redondo nor Santa Monica enter into the history of the 
terminal rate situation so far as Los Angeles is con- 
cerned; for Redondo did not become known as a harbor 
until 1888, which was some years after Los Angeles had 


_been given terminal rates, and the long wharf at Santa 


Monica was not built until 1893. Throughout the record 
we find it asserted by witnesses for the defendants that 
wherever terminal rates have been granted it was be- 
cause of competition through the Pacific ports; and this 
is the only explanation that has ever been made of the 
rates to the 152 so-called Pacific coast terminals. Bear 
ing in mind, therefore, that there was no rail connection 
between Los Angeles and San Diego, and that there was 
rail connection between Los Angeles and San Pedro, 
when terminal rates were granted to Los Angeles, we 
feel we may safely conclude that it was solely because 
of the water competition through San Pedro that Los 
Angeles was originally given terminal rates. 

Having been accorded terminal rates because of its 
proximity to the port of San Pedro, Los Angeles from 
that time forward has maintained that rate status under 
the transcontinental schedules. But San Pedro itself 
has not been made a terminal rate point. After San 
Diego had been connected by rail with Los Angeles and 
its harbor had been prepared to receive steamships and 
a route was thus opened to Los Angeles for merchandis: 
from the Atlantic seaboard, it was made a Pacific coas'! 
terminal. But, although the harbor of San Pedro is re 
ceiving a growing tonnage that is already several times 
larger than that of San Diego, and while it has docks 
and sufficient depth to afford a comfortable and safe 
berth to the steaniships that carry commerce from the 
eastern seaboard to San Diego and San Francisco, for 
reasons of their own these vessels do not stop at San 
Pedro. It is intimated that there is some understanding 


between the Santa Fe and the American-Hawaiian line 
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that the later shall not stop its ships at San Pedro, but 
no proof.of that nature was offered. Whatever may be 
the explanation, San Pedro has not been made a regular 
port of call either for the vessels of the American- 
Hawaiian line or for those of the Panama line. Never- 
theless general merchandise originating at the Atlantic 
seaboard moves through the harbor of San Pedro to 
Los Angeles, and this tonnage, described by the defend- 
ant’s counsel as being “at times considerable,’ reaches 
destination in competition with the all-rail rates here in 
question. We attach importance to this fact, even though 


such tonnage is proportionally small when compared 
with the volume of the traffic reaching Los Angeles from 
the eastern seaboard through the harbor of San Diego. 


In Lindsay Bros. vs. B. & O. S. W. R. R. Co., 16 I. C. 
Cc. Rep., 6, we said: 


While water competition may be availed of by a carrier as 
stification and excuse for rates that are lower than would 
otherwise be lawful, the existence of such competition is not in 
ts . ground upon which a shipper may demand a lower rate. 
It is the privilege of a carrier, in its own interest, to meet such 
etition, but it is not the privilege of a shipper to demand 
n normal rates because of the existence of a competition 

the carrier in its own behalf does not choose to meet. 


There have been rulings of like import in other 
cases before this Commission, and under the law as it 
now stands it must be taken as settled that carriers, 
substantially at their pleasure, may or may not adjust 
their rates to. competitive conditions so long as no undue 
discrimination or unlawful preference results. But does 
not the refusal of the defendants to make San Pedro 
a terminal rate point constitute an unlawful discrimina- 
tion in view of all the facts before us? Although the 
movement of general merchandise from the Atlantic sea- 
board through San Pedro to Los Angeles is small, such 
a movement actually exists. That being the case, upon 
what grounds may the Commission find that, to the ex- 
tent of its volume, that movement has no influence in 
compelling the maintenance of terminal rates to Los 
Angeles? As Los Angeles originally acquired the status 
of a terminal rate point because of its proximity to San 
Pedro, upon what theory may we now disregard that 
proximity and the actual traffic that moves through the 
harbor to Los Angeles and hold that neither contributes 
at this time to the maintenance of that status? Cer- 
tainly the record warrants no finding based on any nice 
calculations of that sort. It gives us no justification for 
holding that the movement through San Diego alone 
compels terminal rates to Los Angeles and that the 


movement through San Pedro is too small to be taken 
into account and therefore may be disregarded as an ele- 
ment that tends to maintain Los Angeles as a terminal 


rate point. As heretofore stated, 1,692 vessels of all 
kinds entered the harbor of San Pedro during the year 
1908 and brought in over a million tons of traffic. Dur- 
ing the same year but 594 vessels entered the port of 
San Diego, with 438,084 tons of traffic. During the year 
1909 some 2,210 vessels entered San Pedro laden with 
domestic and foreign commerce aggregating 1,366,130 
tons. During the same year but 651 vessels entered the 
harbor of San Diego, with 427,001 tons of traffic on 
board. 

We cannot lightly set such figures aside and hold 
that it is San Diego that makes the Los Angeles rate 
and that San Pedro contributes nothing to that result. 
In our judgment, either the alleged competition by water 
is altogether a fiction and does not warrant the present 
relation of rates as between Los Angeles and San Pedro, 
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or the harbor of San Pedro, small though its actual traffic 
from the Atlantic seaboard may be, is too big to justify 
the defendants in saying that it has no relation to the 
rates that they maintain to Los Angeles. The assistant 
general freight agent of the Salt Lake line, when testify- 
ing as a witness for the defendants, atributed the ter- 
minal rates to Los Angeles to competition through all 
the ports, and, speaking of the movement by the sea of 
traffic destined to Los Angeles from the Atlantic sea- 
board, says that “if San Diego didn’t handle it, San 
Pedro probably would.” San Pedro does actually “han- 
dle’ some of it, and the potential competition through 
its harbor, to which the witness alludes, is so proximate 
and substantial and its facilities so ample, that if the 
harbor of San Diego were suddenly closed, merchandise 
now on the sea destined to Los Angeles could be handled 
through San Pedro without substantial delay in its ar- 
rival at destination. 

As the competition through the harbor of San Pedro 
originally gave terminal rates to Los Angeles and now 
contributes, as we are compelled by the record to find, 
to the maintenance of those rates, we arrive again at 
the inquiry heretofore propounded, namely: Are the de- 
fendants guilty of an unlawful discrimination against San 
Pedro in not making it also a terminal rate point? ‘To 
this question, after careful reflection, we have been able 
to see but one clear answer. We hold that a rate ad- 
justment that deprives San Pedro of the benefit of its 
own geographical situation while according the benefit 
of it to Los Angeles constitutes a discrimination against 
San Pedro that is undue and unjust and therefore un- 
lawful. To recognize to any extent in the rates to Los 
Angeles either the actual or the potential competition 
through San Pedro without giving recognition to such 
competition in the rates to San Pedro itself is a dis- 
criminatory and unlawful adjustment. If such competi- 
tion is recognized in the Los Angeles rates we see no 
justice in obscuring it in the San Pedro rates. When 
one community leans upon another for its competitive 
rates the benefit of such rates ought not to be denied to 
the point that creates the competitive conditions. 

We see no explanation for the failure of the defend- 
ants to make San Pedro a terminal rate point unless it 
be that Los Angeles is a place of large and growing com- 
mercial importance, while San Pedro itself, as a com- 
mercial community, is as yet practically undeveloped 
and therefore of small importance. There re intima- 
tions of that kind in the record, one witness for the de- 
fendants saying that Los Angeles is large enough to in- 
duce water competition, while San Pedro in itself is not. 
The difference, however, in the importance of the two 
communities cannot in law be accepted as a justification 
for an undue discrimination in rates. As was said in 
Holdzkom vs. M. C. Ry. Co., 9 I. C. C. Rep., 42, 52— 


One of the underlying principles of the act to regulate com- 
merce is equality between great and small. 


In D. G. H. & M. Ry. Co. vs. I. C. C., 74 Fed. Rep., 
803, 822, the same thought is expressed in the statement 
that— 


A discrimination cannot rightfully be made against one 
locality merely because it is smaller than another locality. 


In reaching these conclusions herein we attach no 
weight to the complainant’s contention that San Pedro 
and Wilmington have lately been incorporated into the 
municipality of Los Angeles and on that ground are enti- 
tled to Los Angeles rates. While the two communities 
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have been merged into one municipality for the purposes 
of civil government and administration, this does not 
necessarily merge the two into one community from a 
transportation point of view. Dealing with the matter 
from the standpoint of transportation only, we find that 
the competitive traffic from the eastern seaboard through 
the harbor of San Pedro to Los Angeles contributes to 
the maintenance by these defendants of the terminal all- 
rail rates to San Pedro itself and to give it the benefit 
of what its advantageous geographical situation helps to 
secure to Los Angeles is an undue discrimination. It 
may be well to add that we have not overlooked Com- 
mercial Club of Santa Barbara vs. Southern Pacific Co., 
12 I. C. C. Rep., 495, where substantially different condi- 
tions were shown to exist. 

We observe that the complaint does not include as 
parties defendant the carriers east of the Mississippi 
river, except the Chicago, Rock Island & Pacific, which 
does not extend east of Chicago. There is therefore a 
misjoinder of parties, all the carries participating in 
through traffic from the seaboard territory being neces- 
sary parties defendant under any order extending ter- 
minal rates to San Pedro. No order will therefore be 
entered at this time. But the Commission desires to be 
advised by the defendants, in case of the unwillingness 
of themselves and their eastern connections to act upon 
these conclusions, and in that event, on its own motion, 
it will bring in the necessary additional defendants and 


thereupon will enter an order giving effect to its findings 
herein. 


Nebraska Yellow Pine Rates Cut 





No. 2420. 
(19 I. C. C. Rep., 333.) 
LOUISIANA CENTRAL LUMBER COMPANY ET AL. 
vs. 
CHICAGO, BURLINGTON & QUINCY RAILROAD COM 
PANY ET AL. 


Submitted May 11, 1910. Decided June 11, 1910. 


Rates on yellow pine lumber and products from points in Louisi- 
ana, Tex., Arkansas and Missouri to points reached by the 
lines of the Chicago, Burlington & Quincy Railroad company 
and the Union Pacific Railroad company in western Nebraska 
found unreasonable. Reasonable rates prescribed for the 
future. 


Leslie J. Lyons for complainants. 

James E. Kelby for Chicago, Burlington & Quincy 
Railroad company. 

E. B. Peirce and Wallace T. Hughes for Chicago, 
Rock Island & Pacific Railway company; Colorado South- 
ern, New Orleans & Pacific Railroad company, and St. 
Louis & San Francisco Railroad company. 

Martin L. Clardy, James C. Jeffery, B. M. Flippin and 
H. J. Campbell for Missouri Pacific Railway company; 
St. Louis, Iron Mountain & Southern Railway company, 
and St. Louis, Watkins & Gulf Railway company. 

J. W. Farrar for Louisiana & Pacific Railway com- 
pany. 

S. E. Stohr for St. Joseph & Grand island Railway 
company. 

S. H. West and Roy F. Britton for St. Louis South- 
western Railway company and St. Louis Southwestern 
Railway company of Texas. 


B. W. Scandrett and C. J. Lane for Union Pacific 
Railroad company. 
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Fred H. Wood for Kansas City Southern R 
company. 


a ilway 


Report of the Commission. 
LANE, Commissioner: 

For some years prior to December 10, 1908, defend. 
ant carriers had in effect joint rates on yellow-pine lum. 
ber and its products from producing territory in Louisi- 
ana, Texas, Arkansas and Missouri to points in Nebraska. 
Kansas, Wyoming and Colorado. To a large portion of 
this territory these joint rates were made up of the com. 
bination through Lincoln and Omaha, but to points in 
Kansas, Colorado, Wyoming and the western part of Ne. 
braska the rates were lower than this combination. At 
various times between December 10, 1908, and February 
7, 1909, inclusive, the Chicago, Burlington & Quincy 
Railroad company, the Union Pacific Railroad company 
and the St. Joseph & Grand Island Railway company 
withdrew their concurrences in the tariffs carrying the 
joint rates, leaving the Omaha and Lincoln combination 
in effect on traffic to points reached by their several 
lines. This proceeding was accordingly instituted on 
April 28, 1909, for the purpose of compelling the restora- 
tion of the joint rates which the complainants formerly 
enjoyed. The defendants thereupon re-established the 
joint rates previously in effect to Kansas, Colorado and 
Wyoming points, and it appears, therefore, that the com- 
plaint is substantially satisfied as far as rates to that 
territory are concerned. The controversy is apparently 
narrowed to rates from the various producing points to 
western Nebraska. 

Prior to June 1, 1908, the rates on yellow-pine lum- 
ber from southern points to Lincoln and Omaha were 
24 cents and 23 cents, respectively. After the decision 
in Lincoln Commercial Club vs. C. R. I. & P. Ry. Co. 
13 I. C. C. Rep., 319, in which the Commission ordered 
that the rate to Lincoln should not exceed that applying 
to Omaha, the rates to both cities were raised to 25 
cents. Subsequently, in the case of Greater Des Moines 
Committee vs. C. G. W. Ry. Co., 14 I. C. C. Rep., 294 
the Commission held that the rate to Des Moines should 
not exceed the rates to Lincoln and Omaha. In comply- 
ing with this order the carriers increased the Lincoln 
and Omaha rates to 26% cents, at the same time reduc 
ing the Des Moines rate from 27% cents to 26% cents. 
The defendants Chicago, Burlington & Quincy Railroad 
company, Union Pacific Railroad company and St. Joseph 
& Grand Island Railway company were thereupon desir 
ous of increasing the joint rates to points reached by 
their lines conformably with the increase in the rates to 
Lincoln and Omaha, but the originating carriers refused 
to give their consent. The carriers named, therefore 


canceled their concurrences in the tariffs naming the 
joint rates, leaving the Omaha and Lincoln combination 
in effect. As previously stated, joint rates have been 


re-established to Colorado, Kansas and Wyoming points 
whereas traffic to western Nebraska is still subje 
the Omaha and Lincoln combination. 

The complainants ask that the joint rates in effect 
prior to December 10, 1908, be again made effective from 
the following producing points: Clarks, Standard, Fisher 
Victoria, Longville, Woodworth, Yellow Pine, Loring, 
Zwolle, Cravens and Pickering in Louisiana; Diboll, 
Tex.: Malvern, Draughon and Warren, in Arkansas, and 
Grandin, Mo. 

In the case of the Commercial Club of Omaha VS. 
A. & S. R. Ry. Co., 18 I. C. C. Rep., 532, the Commission 
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has re-established the rate of 25 cents to Omaha and 
Lincoln... This rate, in conjunction with the local rates 
from Omaha and Lincoln to Nebraska points, which have 
recently been lowered by an act of the Nebraska legisla- 
ture, will doubtless secure to the complainants the rates 
which they desire to the greater part of the territory in 
controversy. There remains, however, an area in west- 
ern Nebraska intermediate to points reached by the de- 
fendants’ lines in Colorado and Wyoming, to which 
through rates, made up of the Omaha and Lincoln com- 
bination, will exceed the Colorado common point and 
Cheyenne rates. In our judgment, the rate to Colorado 
common points should be observed as maximum to points 
in western Nebraska east of the Colorado line, while 
the Cheyenne rate should be observed as maximum to 
points on the line of the Union Pacific Railroad company 
from Ralton to Smeed, Neb., inclusive. 

An order will be entered requiring the defendants 
to establish rates for the transportation of yellow-pine 
lumber and its products in carloads from the various 
producing points named in the complaint to western Ne- 
braska points reached by the lines of the defendants. 
Chicago, Burlington & Quincy Railroad company and 
Union Pacific Railroad company, which shall not exceed 
the following: 

To points on the line of the Union Pacific Railroad 
company from Josselyn to Barton, Neb., inclusive, 37 
cents per 100 pounds. 

To points on the line of the Union Pacific Railroad 
company from Ralton to Smeed, Neb., inclusive, 40 cents 
per 100 pounds, 

To points on the line of the Chicago, Burlington & 
Quincy Railroad company from Smithfield to Venango, 
Neb., inclusive, and from Oxford Junction to Sanborn, 
Neb., inclusive, 37 cents per 100 pounds. 

Reparation will be awarded on all shipments moving 
to points reached by the lines of the defendants in Kan- 
sas, Colorado and Wyoming during the period while the 
higher rates were in effect. Reparation will also be 
awarded on all shipments moving to western Nebraska 
points, the rates to which are herein found to have been 
unreasonable. The case will be held open for further 
testimony as to the amount of reparation. 





ORDER. 


At a general session of the Interstate Commerce 
Commission, held at its office in Washington, D. C., on 
the 11th day of June, A. D. 1910. 

Present: Martin A. Knapp, Judson C. Clements, 
Charles A. Prouty, Francis M. Cockrell, Franklin K, Lane, 
Edgar E. Clark, James S. Harlan, Commissioners. 

No. 2420. 
LOUISIANA CENTRAL LUMBER COMPANY ET AL. 
vs. 
CHICAGO, BURLINGTON & QUINCY RAILROAD COM- 
PANY ET AL. 

1. This case being at issue upon complaint and an- 
Swers on file, and having been duly heard and submitted 
by the parties, and full investigation of the matters and 
things involved having been had, and the Commission 
having, on the date hereof, made and filed a report con- 
taining its findings of fact and conclusions thereon, and 
having found that the above-named defendants’ rates on 
yellow-pine lumber and its products in carloads from the 
below-named points in Louisiana, Texas, Arkansas and 
Missouri to the hereinafter-named points reached by the 
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lines of the Chicago, Burlington & Quincy Railroad com- 
pany and the Union Pacific Railroad company in western 
Nebraska are, to the extent that said rates exceed those 
named in paragraphs 3, 4 and 5, hereof, unreasonable, 
unjust and unduly discriminatory: 

2. It is ordered, That such of said defendants as 
participate in the traffic, according as their various lines 
or routes may run, be, and they are hereby, notified and 
required to cease and desist, on or before the Ist day 
of October, 1910, and for a period of not less than two 
years thereafter abstain, from exacting their present 
rates for the transportation of yellow-pine lumber and 
its products in carloads from Clarks, Standard, Fisher, 
Victoria, Longville, Woodworth, Yellow Pine, Loring, 
Zwolle, Cravens and Pickering in Louisiana; Diboll, Tex.; 
Malvern, Draughon and Warren, in Arkansas, and Gran- 
din, Mo., to points on the line of the Union Pacific Rail. 
road company from Josselyn, Neb., to Barton, Neb., in- 
clusive; to points on the line of the Union Pacific Rail- 
road company from Ralton, Neb., to Smeed, Neb., inclu- 
sive; to points on the line of the Chicago, Burlington & 
Quincy Railroad company from Smithfield, Neb., to 
Venango, Neb., inclusive; and to points on the line of 
the Chicago, Burlington & Quincy Railroad company 
from Oxford Junction, Neb., to Sanborn, Neb., inclusive. 

3. It is further ordered, That such of said defend- 
ants as participate in the traffic, according as their vari- 
ous lines or routes may run, be, and they are hereby, 
notified and required to establish, on or before the Ist 
day of October, 1910, and maintain in force thereafter 
during a period of not less than two years, a rate for 
the transportation of yellow-pine lumber and its products 
in carloads from said points of origin mentioned in para- 
graph 2 hereof to points on the line of the Union Pa- 
cific Railroad company, extending from Josselyn, Neb., 
to Barton, Neb., inclusive, which shall not exceed 37 
cents per 100 pounds. 

4. It is further ordered, That such of said defend- 
ants as participate in the traffic, according as their vari- 
ous lines or routes may run, be, and they are hereby, 
notified and required to establish, on or before the ist 
day of October, 1910, and maintain in force thereafter 
during a period of not less than two years, a rate for 
the transportation of yellow-pine lumber and its products 
in carloads from said points of origin named in para- 
graph 2 hereof to points on the line of the Union Pacific 
Railroad company, extending from Ralton, Neb., to 
Smeed, Neb., inclusive, which shall not exceed 40 cents 
per 100 pounds. 

5. It is further ordered, That such of said defend- 
ants as participate in the traffic, according as their vari- 
ous lines or routes may run, be, and they are hereby, 
notified and required to establish, on or before the Ist 
day of October, 1910, and maintain in force thereafter 
during a period of not less than two years, a rate for 
the transportation of yellow-pine lumber and its products 
in carloads from said points of origin named in paragraph 
2 hereof to the following points on the line of the Chi- 
cago, Burlington & Quincy Railroad company: From 


Smithfield, Neb., to Venango, Neb., inclusive, and from 
Oxford Junction, Neb., to Sanborn, Neb., inclusive, which 
shall not exceed 37 cents per 100 pounds. 

6. It is further ordered, That allowance of repara- 
tion herein is deferred pending presentation of evidence 
as to the amount thereof. 

7. And it is further ordered, That said defendants, 
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according as their various lines or routes may run, be, 
and they are hereby, authorized to make effective upon 
three days’ notice to the public and to the Interstate 
Commerce Commission, given in the manner required by 
law, rates which said defendants are by this order re- 
quired to establish and put in force on or before the 
ist day of October, 1910, in which event tariffs in which 
said rates are given must contain the notation that they 
are issued under the authority hereby granted, and must 
refer'to the number of this case. 


Federal Control Is Best 


New York, July 22.—‘“The railroad question is too 
big for the states to handle,” declared David Starr Jor- 
dan, president of the Leland Stanford, Jr., university, in 





an interview in this city a few days ago. “It is far ~ 


better for a railroad which traverses many states to be 
under the supervision of a strong, able Interstate Com- 
merce Commission than under the rule of the legislatures 
of many states. 

“No danger exists to the railroads in government 
supervision. On the contrary, government supervision 
will benefit both the railroads and the public by con- 
serving the interests of both. It is far better for a 
railroad like the Southern Pacific, for example, which 
traverses many states, to be under the supervision of 
a strong, able Interstate Commerce Commission than un- 
der the rule of the legislatures of many states. 

“The railroad question is too big for the individual 
states to handle, therefore the federal government has a 
right to step in and supervise. Any theory of state’s 
rights that does not concede that the government must 
handle those corporations and. questions which have 
grown too large for the states is unsound. 

“In the west, particularly in the middle west, there 
is a demand that the railroads be taken in hand by 
the government, but with the exception of a few radicals 
there are none who wish to give the railroads anything 
but a square deal. 

“In the last analysis the railroads are the creatures 
of the people and owned by the people, who can be 
depended upon to deal fairly with them. They are as- 
sured fair treatment by the Interstate Commerce Com- 
mission. Under the old system of having the states at- 
tempt to regulate the railroads, it meant either that the 
railroads owned the state, which was bad for both, or 


that the railroads were harassed by demagogues and 
others.” 


A Correction 

In the article on the bill of complaint filed against 
the Interstate Commerce Commission by the Receivers’ 
and Shippers’ association of Cincinnati, involving the 
order in the southeastern rate cases, it was said (July 
16, page 144, second column): 

“The figures show that in 1884 the gross earnings 
were $2,658,184; the gross per mile, $7,911.26 and the 
receipts per ton per mile, $1.10; in 1908 total gross had 
increased to $7,801,378; mile gross to $23,434.62 and 
per ton per mile receipts dropped to 76 cents.” 

A typographical error occurred in giving the per ton 
per mile statistics. The receipts per ton per mile for 


1884 were 1.10 cents; in 1908, they had dropped to .76 
cent. 
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NO INCREASE TILL NOVEMBER 





Official Classification Territory Carriers Agree to Stay 
Changes until Winter— Commission Issues Special 
Order on Supplementing Suspending Tariffs 








Washington, D. C., July 22.—(Special.)—West- 
ern traffic officials to-day petitioned the Inter- 
state Commerce Commission to make the same 
arrangement with respect to advances in Western 
Trunk Line territory as was made with respect to 
advances in Official Classification territory. The 
Commission, however, withheld its decision, but it 
is probable that the request of the western lines 
will be granted. 

The Commission to-day also issued an order re- 
quiring carriers after September 1 to show either 
by blackface type or by symbols all advances in 
rates and classification ratings. 





Washington, D. C., July 22——General rate advances 
in Official Classification territory scheduled ta become 
effective between August 1 and September 15, 1910, will 
be postponed until November 1. 


This is the result of the conferences that have been 
held during the last few days between representatives of 
the eastern lines and the Interstate Commerce Commis- 
sion. Western traffic officials are to meet with the Com- 
mission to-day and it is expected that similar arrange- 
ments will be made with respect to pending western rate 
increases. 

The Commission has issued the following Special 
Order No. 5, with respect to suspended eastern tariffs 
and supplements thereto: 

“The Interstate Commerce Commission having or- 
dered an investigation and hearing as to the propriety 
of the rates contained in a large number of tariffs and 
schedules involving increases in rates of transportation 
from and to points in Official Classification territory, and 
being engaged in the work preliminary to suspending 
the operation of said schedules and rates; 

“And the principal carriers in Official Classification 
territory subject to the act, by and through a committee, 
having signified their willingness to publish and file sup- 
plements voluntarily postponing the effectiveness of the 
tariffs containing the increased freight rates in question; 

“It is ordered, That each and all of the carriers in 
Official Classification territory be, and they are hereby, 
authorized, on one day’s notice to the Commission and 
to the public, to postpone untii November 1, 1910, the 
effective dates of all tariffs or supplements filed with the 
Commission, to become effective during the period be 
tween August 1, 1910, and September 15, 1910, both dates 
inclusive, containing rates of freight which are higher 
than rates contained in the tariffs now in force and et 
fect; 

“It.is further ordered, That the carriers in the above 
described territory be, and they are hereby, authorized 
to effect the postponements proposed by the issuance 
of a separate supplement to each tariff or by blanket 
or omnibus supplements to such tariffs, the numbers of 
which may be shown on the title-page and on the re 
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verse side thereof, together with announcement of post- 
ponement of effective date and such other matter as is 
required under the Commission’s tariff regulations to be 
shown on the title-page of tariffs or supplements. Such 
supplements may be issued regardless of rule 9 of Tariff 
Circular No. 17-a, limiting the number or size thereof. 

“It is further ordered, That the tariff rules of the 
Commission with reference to supplements to tariffs 
which may be continued in effect by virtue of the post- 
ponements of rates herein provided for are hereby sus- 
pended during the period of postponement, as follows: 

“(1) As an assistance in taking care of the ordinary 
changes in rates which may be necessary during the 
period of postponement, the tariffs remaining in effect 
result of such postponement may be _ further 
amended without regard to the Commission’s rule as to 
the volume of supplemental matter which the effective 
supplements in the aggregate may contain, but the Com- 
mission’s rule prohibiting the supplementing of tariffs of 
less than 5 pages will be enforced. Desired changes in 
tariffs of less than 5 pages must be made by reissue. 
If the postponed tariffs subsequently become effective 
such tariffs as may be reissued during the period of 
postponement should be canceled in the regular way. 

“(2) Rates, rules and regulations which will not oper- 
ate to increase charges on any shipment but which are 
contained in schedules containing such increased rates 
may be issued in supplemenfs to old tariffs or in new 
tariffs as reissued items, the original effective date and 
the Interstate Commerce Commission number of the 
schedule from which reissued to be shown in connection 
with such item. 


as a 


“(3) The rule as to the number and volume of sup 
plements which may be in effect at one time to tariffs 
of five or more pages which were filed with the Com- 
mission prior to May 1, 1907, will be suspended as to 
such tariffs as are hereinbefore referred to. 

“It is further ordered, That any new or changed 
rates, rules, or regulations made effective during the 
period of postponement shall remain in force for the 
statutory period of thirty days. 

“It is further ordered, That all tariffs or supplements 
issued pursuant to the authority contained in this order 
shall show reference on title-page to the number and 
date of this order as authority therefor. 

“The form of postponement supplements should be 
substantially as follows: 

“(a) Postponing a tariff. 

“The effective date of tariff I. C. C. No. — is post- 
poned to November 1, 1910. 

“Pending restoration, reissue, or cancelation of I. C. 
C. No. — (new tariff), IL C. C. No. — (old tariff), and 
effective supplements thereto, will remain in force un- 
less sooner lawfully changed or reissued. 

“(b) Postponing a supplement. 

“The effective date of Supplement No. — to I. C. C. 
No. — is postponed to November 1, 1910. 

“Pending restoration, reissue or cancelation of Sup- 
plement No. — to I. C. C. No. — (new tariff), tariff 
I. C. C. No. — (old tariff), and prior effective supple- 
ments thereto, will remain in force, unless sooner law- 
fuhy changed or reissued. 

“(c) Postponing by a blanket supplement. 

“The effective dates of tariffs enumerated in first 
column of this supplement are postponed to November 1, 
1910. 
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“Pending restoration, reissue or cancelation of each 
tariff enumerated in first column, the tariff shown di- 
rectly opposite in second column, together with effective 
supplements thereto, will remain in force, unless sooner 
lawfully changed or reissued. 

“Note.—Above form may also be used for postpone- 
ment of supplements by substituting the word ‘supple- 
ments’ for the word ‘tariffs.’ 

“The postponement supplements should bear issued 
date, but as they take effect immediately upon filing no 
effective date should be printed thereon.” 

In this general suspension packing-house product 
rates are understood to be exempt. These charges were 
taken up with the packing interests a few weeks ago 
by George W. Perkins and a compromise entered into 
between the shippers and carriers involved. In response 
to the inquiry of a New York firm as to the attitude of 
the Commission on the packing-house products rate ques- 
tion, Chairman Knapp wired as follows: 

“Telegrams sent you this morning should have stated 
no order suspending rates on cattle and dressed beef 
between Chicago and New York has been served. No 
information as to whether tariff referred to has or has 
not been suspended. Orders showing action taken by 
commission will be issued from time to time. 

“This later action by the Commission does not mean 
necessarily that the tariff will be suspended, but it 
merely shows that it has not been determined yet 
whether it falls within the line of policy determined 
upon by the Commission in the suspension of advanced 
rates.” 





Westbound Tonnage Shows Gains 





New York, July 22.—Comparative statistics of the 
westbound tonnage for the first five months of this year, 
as against the corresponding period in 1909, show, with 
but ,two exceptions, substantial increases in the traffic 
handled by roads out of this city. The total gain for 
the five months is placed at 73,596 tons. One road to 
show a loss was the West Shore, and the decrease there 
reported is very slight. May figures for the New York, 
Ontario & Western—which this year abandoned its dif- 
ferential—show, however, a heavy falling off-in tonnage, 
the total for the month being 2,567 tons, against 7,821 
tons in May, 1909. The decrease for the five months 
for this road is also heavy. 

Comparative figures for the two years follow: 


FIVE MONTHS ENDING MAY 31. 








1910. 1909. In- 

Tons. Tons. crease, 
New York Central 119,418 41,043 
RRS SS opie ae or Pe eT: 85,691 14,641 
Pennsylvania 138,552 19,900 
Baltimore & 59,090 6,587 
WPM SEE 6 oS 5.0 oc cetcabusVecs tUcgeh 41,528 42,222 *694 
CE, bis Sauce Se cigs eo 2d ee ews 111,781 94,182 17,599 
A ED as ada «obras GOES S40 5p 112,682 83.775 28,907 
Owteio BG Water. icc os ccccctsccces 37,457 94,722 57,285 
a eee errs 20,152 2,898 

| ee er Ty ee oy per ee eee eye 811,400 737,804 


*Decrease. 


JUST WHAT WE ARE LOOKING FOR. 


“This is just what we have been looking for for 
some time and we are pleased to enclose you our check 
for one year’s subscription to The Traffic Bulletin.”— 
Thomas Steel Co., Niles, O, 
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ISSUES CONFERENCE RULINGS 


Interstate Commerce Commission Makes Public New 
Series of Informal Decisions of Traffic Questions 








Washington, D. C., July 22.—The Interstate Com- 
merce Commission on Monday made public the following 
informal rulings adopted by it in conference: 

March 8, 1910. 

DESTRUCTION OF DOCUMENTS.—The regulations 
of the Commission respecting the preservation and de- 
struction of the records and documents of common cCar- 
riers also apply to the records and documents of all 
joint agencies maintained by or on behalf of carriers 
subject to the act. 

March 14, 1910. 

EXCURSION OF COMMERCIAL ASSOCIATION AT 
EXPENSE OF CARRIER.—The Commission cannot sanc- 
tion a proposed interstate excursion for certain commer- 
cial clubs, the members of which are to be carried at 
the expense of the railroad company and as its guests. 
March 15, 1910. 

FREE TRANSPORTATION TO EMPLOYES OF 
BRIDGE COMPANIES.—Free transportation may not be 
issued to employes of a bridge company which makes an- 
nual reports to the Commission but files no tariffs and 
collects no charges from shippers or passengers, although 
its employes direct the movement of trains over the 
bridge. 

SHIPMENT TRANSFERRED IN TRANSIT FROM 
ONE LARGER CAR TO TWO SMALLER CARS.—For a 
through shipment of an emigrant outfit the initial car- 
rier, at the request of the consignor, furnished a 40-foot 
car which became out of order while on its line. At 
the junction point the connecting carrier transferred the 
shipment into two 36-foot cars| and in that form it 
moved to destination on the line of a third carrier. 
There was no joint through rate, but the second and 
third carriers maintained a rate for a 36-foot car, all 
weight in excess of a given minimum to be charged for 
proportionately, the tariff, however, expressly forbidding 
the use of larger equipment. At destination charges 
were collected on the basis of two carloads from the 
point of transfer. Held, That in transferring the ship- 
ment, the connecting carrier ought to have loaded the 
full minimum weight into one car and to have adjusted 
the charges on the balance of the shipment in the sec- 
ond car at the less-than-carload rate. 

LARGER CAR FURNISHED AT CONVENIENCE OF 
INITIAL LINE UNDER PROPER TARIFF AUTHORITY 
FOR THE PROTECTION OF THE MINIMUM ON THE 
SMALLER CAR ORDERED, CONNECTING LINE NOT 
PUBLISHING SUCH PROVISION IN ITS TARIFFS.— 
Complaints of alleged overcharges arise in connection 
with shipments that move over the lines of two or more 
earriers under combination rates, the initial carrier hav- 
ing a provision in its tariff that in case a car of certain 
dimensions or capacity is ordered by a shipper, and the 
earrier for its own convenience furnishes a larger car, 
such larger car may. be used on the basis of the mini- 
mum weight applicable to the car ordered, while the 
connecting carrier does not have such tariff provision 
and therefore charges for the full minimum weight ap. 
plicable to the car used. 


The law imposes upon carriers the obligation of ar 
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ranging to every reasonable extent for through carriage 
and through shipment. Neither the burden of following 
his shipment to a connecting point between two car 
riers and there transferring it, nor of bearing the ex. 
pense of such transfer, can be laid upon the shipper. {It 
is not deemed reasonable that in a case of this kind the 
shipper should be required to pay higher charges than 
he would have paid had the initial carrier furnished the 
equipment that is provided for in its tariff and that was 
ordered by the shipper. The carriers in the different 
classification territories ought to have, and should pro- 
vide at the earliest practicable moment, a uniform rule 
on this subject. 

It is believed that where the initial carrier provides 
in its tariffs that if, for its own convenience, it furnishes 
a car larger than that ordered by the shipper, it will 
be used upon the basis of minimum weight applicable 
to the car ordered, and the connecting carrier to or 
over whose lines such shipment is moved has not such 
provision in its tariff, the initial carrier should note 
upon the bill of lading and upon the weigh bill or trans- 
fer bill which accompanies delivery of a shipment to 
its connections the fact that car of certain size was 
ordered and car of certain size was, for its own con- 
venience, furnished by the carrier to be used on the 
basis of the minimum weight applicable to the car o1 
dered; and that connecting carrier, receiving such no- 
tice on the weigh bill or transfer bill, and not having 
provision in its tariff which permits the use of the car 
on the basis of the lower minimum weight, should trans 
fer the shipment into car of the size or capacity ordered 
by the shipper or into car to which the same minimum 
weight applies, without additional expense to the ship- 
per. 

This ruling outlines the policy which the Commis- 
sion will follow in cases of this nature which may be 
brought before it. It is, of course, understood that ship 
per may not demand any car that is not provided for 
in the initial carrier’s tariff. 

April 4, 1910. 

HOURS OF SERVICE LAW—TRAIN BAGGAGE- 
MEN.—The provisions of section 1 of the hours of serv- 
ice law apply to train baggagemen who are employes of 
the railway company and who are required by the rules 
of the company to perform or to hold themselves in 
readiness, when called upon, to perform any duty con- 
nected with the movement of any train. 

DEMURRAGE CHARGES—TARIFF AUTHORITY 
THEREFOR.—A consignor while loading cars at the 
point of origin detained them for several days before 
they were billed out for movement to interstate destina 
tions, The initial carrier issued a tariff providing for 
demurrage, but the tariff naming the rate applicable on 
the movements neither provided demurrage charges nor 
referred to the initial carrier’s tariff where such charges 
were specified. Held, that there was sufficient tarifi 
authority for the collection of the charges by the initial 
carrier. 


ERROR IN THE 


ISSUANCE OF PASSENGER 


TICKETS.—The Commission adheres to its formerly ex- 
pressed view that connecting lines are entitled to divi 
sions according to the transportation which they hono 
on presentation by the traveler, and, therefore, that a 
carrier whose agent had made an error in not properly 
punching half-fare and lower class tickets must bear 
the full burden of the mistake. 
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FREE TRANSPORTATION TO TRAVELING SEC- 
RETARIES OF Y. W. C. A—Under the provisions of 
the act free or reduced rate transportation may not law- 
fully be accorded to traveling secretaries of a Young 
Woman’s Christian Association. 

April 5, 1910. 


APPLICATION OF RATES ON ARTICLES SOLD 
UNDER TRADE NAMES.—A. compound described under 
its technical chemical name in the tariff carrying the 
rate is offered for shipment and sold by a manufacturer 
under a trade name. Held, that while the packages may 
pear the trade name of the article, the shipper is not 
entitled to the rate applicable on the specified compound 
unless the’ packages, as tendered for transportation, are 
also labeled so as to indicate that they contain the com: 
pound. 


ESTIMATED WEIGHTS PER PACKAGE.—Some- 
times a transportation rate is stated to be a certain 
sum per package and sometimes the rate is stated in 
cents per 100 pounds and it is provided that the package 
will be taken at a stated estimated weight. Changes in 
size or dimensions of packages, and disagreements as to 
the size or dimension upon which the estimated weight 
was fixed, have caused troublesome complications. In 
so far as, and whenever, it is practicable, the size and 
dimensions of such packages should be clearly and ac- 
curately described and defined in the tariff. 

April 11, 1910. 

A CONCURRENCE BY ONE CARRIER IN THE 
TARIFFS OF ANOTHER DOES NOT LEGALIZE THE 
USE BY THE FORMER OF THE LOCAL RATES ,OF 
THE LATTER.—A tariff published by one carrier, in 
addition to certain joint through rates, also named local 
rates between two points on its line that were also 
served by the lines of another and concurring carrier. 
Held, that the local rates of the carrier that published 
the tariff could not be recognized as the rates of the 
concurring carrier on local movements between the two 
points in question. 

JOINT RATE REDUCED TO THE SUM OF THE 
LOCALS, MINIMUM WEIGHT BEING INCREASED.— 
The charges on a movement were collected under a 
joint rate that exceeded the sum of the locals, but which 
was subsequently reduced to equal the lower combina- 
tion, the minimum weight, however, being increased. 
The carrier offered to refund on the basis of the new 
through rate and the advanced minimum weight. Held, 
that in such cases reparation will be awarded on the 
basis of the newly established joint through rate at the 
carload minimum weight in effect at the time of the 
movement, subject, of course, to actual weight when 
higher than such minimum. 

May 10, 1910. 

DRAYAGE CHARGE RESULTING FROM MISROUT- 
ING.—Routing instructions were not followed, with the 
result that the shipment arrived and was accepted at a 
pier in New York City more distant from the consignee’s 
place of business than the designated pier. Held, that 
the claim for reparation on the basis of the lower cost 
for draying the goods from the specified pier must be 
denied. 

INTERPRETATION OF MISROUTING RULE NO. 
214—Rule 190, interpreting present rule 214 of Confer 
ence Bulletin No. 4, holds that, considering the carrier’s 
liabilities and the marine insurance involved in a move- 
ment by water, the carrier’s agent did not negligently 
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misroute a shipment which, in the absence of instruc- 
tions from the shipper, he routed by an all-rail route 
Those rules did not attempt to differentiate between all- 

rail routes and car-ferry routes and, on the presenta- 

tion now of that question, it is held, that in the absence 

of different rates in one tariff applying via all-rail and 

car-ferry routes, and where break of bulk is not neces- 

sary or directed, car-ferry routes are understood to be 

included in the general term “all-rail.” 

FREE TRANSPORTATION FOR THE REMAINS OF 
AN EX-EMPLOYE.—The Commission finds no warrant in 
law for holding that free transportation may be accorded 
to the remains of an ex-employe of a carrier who re- 
signed from the service some time prior to his death. 

ADJUSTMENT OF CLAIMS FOR DAMAGES RE- 
SULTING FROM THE MISROUTING OF FREIGHT.— 
The Commission holds that it has exclusive jurisdiction 
over claims for damages arising from the misrouting of 
freight. 

The statute of limitations embodied in section 16 of 
the act to regulate commerce, as amended, governs mis- 
routing claims, and thereunder the Commission is with- 
out jurisdiction to take cognizance of claims’ presented 
more than two years after the delivery of shipments at 
destination. 

If a connecting line accepts a shipment at the junc- 
tion point without routing instructions it will be held 
responsible for any excessive charges that may directly 
accrue from its error in forwarding the shipment to des- 
tination via any other than the cheapest available route. 

It is the duty of a carrier to make delivery in ac- 
cordance with routing instructions. Where such routing 
instructions have not been followed and delivery is ten- 
dered at another terminal than that designated it re- 
mains the duty of the delivering carrier to make de- 
livery at the terminal designated in routing instructions, 
either by a switching movement or by carting. In either 
event the additional cost to the delivering carrier must 
be paid in whole by the carrier guilty of misrouting. 
In case the carrier delivers to the designated terminal 
by wagon or dray it must employ for such service facili- 
ties owned or contracted for by it and may not make 
an allowance to the shipper for such service. 

The Commission will exercise jurisdiction to award 
damages as against the carrier guilty of misrouting to 
the extent of the additional cost thus imposed on the 
delivering carrier. 

The obligation lawfully rests upon the carrier’s 
agent to refrain from eexcuting a bill of lading which 
contains provisions that cannot lawfully be complied 
with, or provisions which are contradictory and there- 
fore impossible of execution. When, therefore, the rate 
and the route are both given by the shipper in the ship- 
ping instructions, and the rate given does not apply via 
the route designated, it is the duty of the carrier’s 
agent to ascertain from the shipper whether the rate 
or the route given in the shipping instructions shall be 
followed. The carrier will be held responsible for any 


damages which may result from the failure of its agent 
to follow this course. 


June 3, 1910. 


CALIFORNIA FRUIT SHIPMENTS. 
Los Angeles, Cal., July 22—There were 38 carloads 
of oranges and 12 carloads of lemons shipped from south- 
ern California last Monday. Total for season: 23,068 


carloads of oranges, 3,764 carloads of lemons. 
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SOPHISTRY IN McCAIN’S PLEA 


Argument for Increased Rates Because of Diminished 
Purchasing Power of Railway Earnings 
Held Unsound 


“CONTRIBUTED.”* 


Mr. McCain is chairman of the Trunk Line associa- 
tion, with headquarters in New York. By reason of his 
position he; is in intimate official relations with the 
executive heads of not only the trunk lines, but the New 
England and Central Freight association lines. The 
authority of these associations extends over the terri- 
tory east of the Mississippi and north of the Ohio river, 
embracing, substantially speaking, in 1897, 51,900 miles 
of railway and, fn 1907, 58,000 miles, computing mileage 
in groups Nos. 1, 2 and 3. 

Mr. McCain’s paper above referred to is an argu- 
ment in support of the claim of many officials of the 
earriers that by reason of the advance in wages and 
cost of materials and supplies, the carriers are entitled 
to and justified in a general advance in freight trans- 
portation rates, throughout the country, - particularly in 
the territory east of the Mississippi river, which ad- 
vance, if made in that territory, will not only affect all 
business having both origin and destination within the 
territory, but business originating outside destined 
within, or originating within and destined to points out- 
side. While the argument particularly refers to that ter- 
ritory, it is not wholly confined thereto. 

It may be fairly assumed by reason of Mr. McCain’s 
more or less confidential official relations with the car- 
riers, particularly in the territory described, that he speaks 
with the knowledge and possibly the consent of those 
carriers, and, further, by reason of the general free dis- 
tribution of the pamphlet by officials of the carriers 
quite outside of that territory, the statements and con- 
clusions drawn therefrom are accepted by other carriers 
as expressing to some extent at least their views on the 
subject. In fact, we can fairly assume it to be the 
last, and in some respects the best, argument in support 
of the claim that the carriers are justified in an ad- 
vance fn freight rates, as well as an appeal to the public 
for a sympathetic and favorable consideration of the 
claim. 

So far as the territory east of the Mississippi river 
is directly concerned, the proposed advance is as set 
forth on page 71, and approximates an increase of 12% 
per cent on the classes mentioned. 

The paper may be divided into three parts: 

ist: The Introduction. 

2d: The Statistics. 

38d: The Conclusions. 

The Introduction establishes a basis upon which the 
entire fabric of the argument is built up. 

The Statistics are used as keystone of the arch of 
the argument. 

The Conclusions are the basis minus the Statistics. 

It is a most simple arrangement, and I compliment 
the author upon his ability to build up such a plausible 


*This analysis, never before published, of Mr. McCain's argu- 
ment for increased railroad revenue was written by a prominent 
industrial traffic man. In view of the impending hearings before 
the Interstate Commerce Commission on the question whether 
the transportation companies shall be permitted to make a gen- 
eral advance in freight rates, the article becomes particularly 
timely and significant.—EpIror. 
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case upon so simple a foundation. However, the sim. 
plicity of the foundation is its weakness and undoing. 
It has every appearance of being just as simple anq 
plain as 2 plus 2 equals 4, and it is in the manner ang 
way in which Mr. McCain states it. Let me quote it: 

“A fifteen-ton carload of fourth-class freight carrie 
all rail between New York and Chicago any time during 
1897 would have brought the railway transporting it 
$105 in gross receipts. There has been no change jp 
the class rates between New York and Chicago since 
1897, and the same quantity of freight classified in the 
same way produces the same gross receipts in 1907 as it 
did in 1897. (See page 6.) 

“It is a matter of common knowledge and of fre- 
quent comment that a given sum of money will now buy 
very much less labor or commodities than it would in 
1897. (See Page 7.) 

Note.—By the “given sum” the author evidently mea: 


$105 earned on the fifteen-ton car. 


“The change in railway rates necessary to fully oft- 
set this decrease in the value of the money, in which 
rates are paid, would amount to an apparent advance 


of 19.43 per cent of the money rates now in force. 


Note.—We understan® from this that the expense in tra: 
porting the fifteen-ton car in 1907 was 19 43-100 greater | ’ 
in 1897. 


“Now, the issue is raised very clearly. The carrier 
transporting the fifteen-ton car in 1897 earned $105 
The carrier earned the same amount gross on the same 
car in 1907, but expended in the operation 19.43 per cent 
more, therefore the carrier is entitled to an increase of 
19.43 per cent in freight rates, but is willing to accept 
about 12% per cent.” 

This proposition is apparently exceedingly sim- 
ple. (I will not at this time raise the question 
that probably the carrier did not retain all of the 
$105 in 1897; that some of it might have gotten out 
of the treasury and back into the pockets of the 
shipper. It rather looks that way.) Now, permit me to 
endeavor to analyze just what Mr. McCain has. endeay 
ored to make so plain and simple. Merely this and 
nothing more, and I ask you to remember it, viz.: That 
if the gross income to the carrier on one carload of 
freight in 1897 was $105 and the gross income on 
the same one carload of freight in 1907 was $105, 
and it cost in 1907 19.43 per cent more to trans- 
port the one carload of freight than it did to trans 
port the same one carload of freight in 1897, then 
the carrier did not make as much net revenue on 
the one carload of freight transported in 1907 as 
did on the one carload of freight transported in 1897. 
I submit that is substantially all Mr. McCain claims and 
all he undertakes to prove, and if you see into Mr. \ 
Cain’s argument, that is all you see, because that is all 
he intends you to see. 

From the result of transporting that one carload of 
freight in 1907 vs. 1897, Mr. McCain would have you wun 
derstand the carriers are in a deplorable financial cond 
tion 1907 vs. 1897. In fact, that the condition brousg 
about by the transportation of that one fifteen-ton carload 
of freight means an advance in all freight rates, as 
forth on page 71, or a reduction in the wages of « 
ployes, a cessation in extensions and improvements, 
possibly bankruptcy. 
confront; what a tremendous responsibility has ben 
placed upon that one little fifteen-ton car. Mr. McCain 
has overloaded it. 


What a frightful alternative ‘0 
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When you read the pamphlet you probably noted, as 
I did, how exceedingly careful Mr. McCain was not to 
give you any information whatever regarding the actual 
results of the operation of the roads under the rates col- 
lected and retained in 1897 vs. the rates collected and 
retained in 1907 on all business. He has been careful 
to give you the result of transporting one fifteen-ton car 
only. 

Now, let me state his proposition in another way, 
then you will see what he is getting at, and, later, what 
I am trying to get at: John Smith & Co. are manufac- 
turers and dealers in everything; they did a business in 
1897 of substantially $1,247,179,786. (I think that was 
the income of the roads in 1897.) The firm derived a 
gross income of ten cents from the sale of one paper of 
pins. In 1907 the firm did a business of substantially 
$2,875,689,520. (I think that was the income of the roads 
in 1907.) The firm derived a gress income in 1907 from 
the sale of one paper of pins of 10 cents, the same as 
they did in 1897, but the cost of selling one paper of 
pins in 1907 was 19.43 per-cent greater than in 1897. 
Conclusion: John Smith & Co. must have the same net 
profit from the sale of one paper of pins in 1907 as they 
did in 1897, or reduce the wages of their employes; the 
price of all commodities they sell must be advanced or 
some great calamity will befall the concern. I submit 
one illustration is just as effective, just as conclusive, 
as the other. Now, think of this, please. Suppose John 
Smith & Co. did expend more money selling one single 
paper of pins in 1907 than in 1897, provided they sold 
only one paper, but suppose again that by reason of 
an increase of, say, 125 per cent in their large volume 
of business, and by reason of greatly improved facilities, 
etc., ete., John Smith & Co. sold in 1907 four or five 
papers of pins at the same selling cost as the one paper 
in 1897, would you consider their condition so desperate 
as to excite your sympathy? Now, substitute the one 
paper of pins in place of Mr. McCain’s one fifteen-ton 
car and you see the sophistry of Mr. McCain’s argu-- 
ment? Bear in mind, Mr. McCain’s one desire is to 
keep your attention riveted upon that one car. Therein 
lies the success or the failure of his arguments. 

Now, the one little fifteen-ton car earning $105 gross 
in 1907, and earning $105 gross in 1897, is no more a 
proper basis for a discussion of the question of an ad- 
vance in railway freight rates through the entire coun- 
try, or any particular portion thereof, or determining 
the actual results of the operations of the carriers in 
1907 vs. 1897, than is the transaction of the one paper 
of pins a proper or conclusive basis for disclosing the 
financial outcome in 1907 vs. 1897 of the business of John 
Smith & Co. I submit the question is not one carload 
of freight nor one paper of pins, but what results did 
the rates charged by the carriers in 1907 produce as com- 
Pared with the rates charged in 1897? The question is 
not confined to disclosing how much John Smith & Co. 
made on one paper of pins in 1907 vs. 1897, but what 
were the comparative financial results of their entire 
business. Isn’t that true? If the carrier had trans- 
ported the one 'fifteen-ton car free, and John Smith & Co. 
had given away the one paper of pins in 1907, would the 
transaction in either case have seriously affected the 
results for the year? I think not. 

Now that we have had our fling at the one fifteen- 
ton car and the one paper of pins, Jet us endeavor to get 
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at and discuss the real issue involved, viz.: Do the 
financial results of the operation of the railways for the 
year ending June 30, 1907, as compared with the year 
ending June 30, 1897, justify or make necessary the pro- 
posed advance in freight rates. I take the two years 
1907 and 1897, as they are those used by Mr. McCain. 
I, therefore, clearly follow him. In the outset I disclose, 
as my judgment and belief, that the advance is not 
justified. I anticipate that I can prove it to your com- 
plete satisfaction whether you are pro or anti railway, 
as we sometimes say. I shall use and quote largely 
from the same authority as Mr. McCain’s, viz.: “Statis- 
tics of Railways of the United States, 1897-1907,” but 
instead of dealing exclusively with one fifteen-ton car I 
shall deal with some of the results as a whole. These 
statistics deal with the operations of the roads as sepa- 
rate corporations, consolidated into ten separate groups; 
also as one complete transportation system. We need 
not (at this time, at least), in dealing with the question, 
take up and discuss at any great length the transactions. 
financial or otherwise, of any one carrier. Perhaps we 
may come to that phase of the question later. The 
groups referred to are generally described as follows: 

Group No. 1—New England. 

Group No. 2—New York (except extreme southwest 
corner), Pennsylvania (except extreme northwest cor- 
ner), New Jersey, Delaware, Maryland. 

Group No. 3—New York and Pennsylvania excluded 
from group 1, Ohio, Indiana, southern peninsula of Mich- 
igan. 

Group No. 4—Virginia, West Virginia, North and 
South Carolina. 

Group No. 5—Georgia, Florida, Alabama, Mississippi, 
Tennessee, Kentucky. 

Group No. 6—Illinois, Wisconsin, northern peninsula 
of Michigan, Minnesota, Iowa, also that part of Missouri 
and North and South Dakota east of the Missouri river. 


Group No. 7—North and South Dakota west of the 
Missouri river, Nebraska, Wyoming, Montana, northern 
portion of Colorado. 

Group No. 8—Arkansas, Missouri south of Missouri 
river, Kansas, Oklahoma, Colorado (except extreme north- 
ern portion), northeastern part of New Mexico. 

Group No. 9—Louisiana, Texas, southeast one-half of 
New Mexico. 


Group No. 10—Washington, Oregon, Idaho, Utah, 
Arizona, Nevada, California, western one-half of New 
Mexico. 

This manner of computing statistics is very fortu- 
nate, as it enables us to deal with the question as a 
whole, in groups, or as separate corporations. This 
enables us to figure out to what extent the single com- 
pany, each group, or all as one great transportation 
system, have prospered or otherwise under conditions 
existing in 1907 vs. 1897. 

The mileage generally dealt with in the statistics 
for 1897 is 184,428, in 1907 229,951, an increase in ten 
years of 45,523 miles, or 4,552 miles per annum. On June 
30, 1897, 128 roads, having a mileage of 18,861, were in 
the hands of the courts (substantially 10 per cent of the 
total mileage operated). On June 30, 1907, 29 roads, 
with a mileage of 3,210, were in the hands of the courts, 
of which mileage the C. H. & D. and Pere Marquette 
railways constituted 2,181 miles. I need not comment 
upon this; it speaks for itself. 
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The amount of railway capital outstanding to June 
30 of each year was as follows: 


Funded Debt, Funded Debt, 

1897. 1907. Increase. 
in ewawe sew $ 5,364,642,255 t$ 7,356,861,691 $1,992,219,436 
OS rea 4,539,911,595 § 6,472,839,323 
Miscellaneous 430,718,305 1,616,427,904 


259,847,154 
39,888,767 


$10,635,008,076 


Income Bonds ... 
Equipment Trust. 


306,244,476 
329,773,289 


$16,082,146,683 


3,454,919,173 
$5,447,138,609 


*Probably $1,062,957,620 was the property of the railways. 
+Probably $403,978,556 was the property of the railways. 
tProbably $2,093,000,000 was the property of the railways. 
§Probably $935,000,000 was the property of the railways. 

Here you have an annual increase of capital of 
$544,000,000. For that enormous and almost incompre- 
hensible sum you men who foot the bills have the roads 
as they are to-day vs. 1897, plus 45,523 additional miles. 
In 1897 29.90 per cent of outstanding stock paid dividends 
The amount of stock on which dividends were paid was 
$1,603,549,978. The total amount paid in dividends was 
$87,110,599. Average rate of dividends was 5.43 per cent. 
At that time there was, so far as we recollect, no gen- 
eral demand or agitation for a general advance in 
freight rates. Mr. McCain says in that year he earned 
net more on his fifteen-ton car than in _ 1907. 
In fact, he seems to be satisfied with the condi- 
tions and results of 1897. We get the impression 
he deSires to return to those “good old days.” Now, 
what was in fact the corresponding result in 1907 
in the matter of dividends: 67.27 per cent of outstand- 
ing stock paid dividends; an increase of approximately 
135 per cent, as compared with 1897. The amount of 
stock on which dividends were paid in 1907 was $4,948,- 
756,203, an increase in 1907 over 1897 of $%,345,206,225, or 
approximately 210 per cent. The amount paid in divi- 
dends in 1907 was $308,088,627, in 1897 $87,110,599, an 
increase of $220,978,028, an increase exceeding 250 per 
cent. The average rate of dividends in 1907 was 6.23 
per cent, in 1897 5.43 per cent, an increase of 14.7 per 
cent. This is a part of what the cars did regardless of 
the poor showing Mr. McCain makes for his one fifteen- 
ton car. 

Nor is that all: In 1907 the roads charged against 
income from operation for permanent improvements and 
betterments the sum of $38,552,890, while the sum so 
charged in 1897 was $4,544,813. In other words, these 
charges reduced income substantially $34,000,000 in 1907, 
which amount might have gone to swell dividends. Stated 
otherwise, in addition to the increased dividends paid in 
1907 vs. 1897, the companies spent out of income from 
operation $34,000,000 more in improvements in 1907 than 
they did in 1897. The percentage of capital stock paying 
no dividends in 1907 was 32.73 per cent, in 1897 70.10 
per cent. The companies paid interest on funded debt 
and on other interest-bearing liabilities as follows: 


MS LRaS Ans eee seed cto e Etec cate cab cece tse tine ays $360,963,446 
DEO connec cease corn dosGneredhsccsceregeeezoevrecceseece 255,724,566 


Note.—This is interesting; observe relatively small increase 
in interest charge. compared with increase in funded debt. Also, 
comparatively large increase in dividends paid, both as to amount 
of payment and amount paid on. A study into what the funding 
has cost the bondholders and added to the stockholders might 
be interesting. 

Now, another thing the little car did: Let’s see how 
the enormous increase -in expenses works out when an: 
other rule or factor is applied than that used by Mr. 
McCain, and perhaps we may account to some extent 
for the stupendous showing made in 1907 compared with 
th “good old days” of 1897. 

The revenue per train mile, all trains, in 





Vol. VI, No. 4 
re I Le eats Sale bbb ene de ob Koes Cok BEdeae 2.17.74 
WT WA GAYE othe nk s wdibic vethwedss De toeas eg tH 
PD. tN ds ee na tN Ss ves AS eee Y 79.547 Cents 


Let us call it 79.5 cents increase earnings per train 
mile. Now, let us include all those increased cests of 
operation 1907 vs. 1897 chargeable to train service, of 
which Mr. McCain makes mention, and see what the net 
result was. The average cost of running a train one 
mile, all trains, was 





DE > Ghai ee hha ds odbac ake cdtpae os 04% note as che ae cell 1.46.993 
BE MAES ES Tb aw lds CMS ete 0's CAFS vc BENG we Reis bes ’ 92.918 
BNGPONNG, ISSF Over WOT. i. ice Siccck cc deve iece 54.075 cents 


Let us call the increased expenses per train per mile 
1907 vs. 1897 54 cents. Now, what have we? Simply 
this, that after adding all the additional expenses 1907 


_ VWs. 1897 chargeable to train mileage, the railways of 


the United States had a clear profit in 1907 of 25.5 cents 
for every mile they ran a train in excess of what they 
earned net for running a train one mile in 1897. 

The gross earnings per freight train mile in 1897 were 
$1.55.744, in 1907 $2.74.023, an increase of $1.18.279 per 
freight train mile, or 79 per cent. The gross earnings 
per mile of road (and remember there were 45,000 more 
miles in 1907 than in 1897) were, in 1897, $4,001.55, in 
1907 $8,122.86, an increase exceeding 100 per cent. In 
Trunk Line territory the increase was from $9,647.09 per 
mile in 1897 to $17,762.29 in 1907, and in Central Freight 
association territory from $4,720.86 per mile in 1897 to 
$11,254.30 in 1907. 

Now, let us go a little deeper treating with the 
actual money results of all the roads in the United 
States 1907 vs. 1897. This is not only interesting but 
instructive, and the disclosures are simply astonishing. 
I quote from page 91, “Statistics of Railways of the 
United States, 1907, I. C. C.:” 

Comparative income account per mile of line oper- 
ated year 1897 vs. 1907, all roads. Mileage used for 
1897, 183,284, for 1907 227,453. The figures given are 
per mile of road: 


Total De- 
Gross Operating Income Income ductions 
Earn- =x- from Other Total Over 
ings. penses. Operation. Sources. Income. Income. 
1897...$ 6.122 $4.106 $2.016 $0.683 $2.699 $2.555 
1907... 11,383 7.687 3.696 1.260 4.956 2.980 
Total Dividends Surplus 
Net and Other Payments from 
, Income. from Net Revenue. Operation. 
BEE 4d tugs 6 be vee $ 444 $ 477 *$ 33 
DGC Fe Seeitictevties 1,978 1,355 621 


*Leficit. 


Now what does this disclose? Among other things, 
that after paying all operating expenses, taxes, interest 
and dividends heretofore referred to, the carriers had 
a surplus of $621 per mile in 1907 vs. a deficit of $33 
per mile in 1897. Again, the total dividend paid in 1897 
was $444 per mile vs. $1,355 per mile in 1907. Now, 
you will note that the surplus in 1907 after paying divi- 
dends and everything else was $77 per mile greater than 
the total payments per mile from dividends in 1897. 
Again, that the companies could have paid $654 per mile 
additional dividends and come out, so far as surplus is 
concerned, as well as in 1897. This additional dividend 
from surplus would have amounted to _ substantially 
$147,500,000. The result of the operations of 183,254 
miles of railway in 1897, under the head of “Surplus 
from Operations’—that is, after paying operating ex- 
penses, fixed charges and the $84,377,989 in dividends 
first mentioned—was a deficit of $6,120,483. In 1907, 
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after paying all operating expenses, fixed charges and 
$308,088,627 in dividends, the surplus was $141,332,264. 
Add to this the deficit in 1897—viz., $6,120,483—and you 
have $146,500,000 as representing the net results after 
meeting all obligations 1907 vs. 1897. If the dividends 
paid in 1907 had been the same amount in dollars as in 
1897 the surplus would have been substantially $367,- 
250,000. Again the little car produced a stupendous re- 
sult. 

Does this disclose the lamentable results Mr. Mc- 
Cain would have you believe attended the efforts of the 
little car? You should keep in mind that the amount 
of stock outstanding in 1907 vs. 1897 was increased 
$1,992,219,000 and funded debt increased $3,454,919,000. 

The volume for 1907 has the very significant state- 
ment by the compiler, page 24: 

“It is true that these accounts do curtail the liberty 
of the financier to offset arbitrarily public opinion 
through published statements, a liberty which at times 
has been exercised to the detriment of the investor and 
the confusion of the legislator.” 

Page 28: “It is a source of satisfaction that these 
expenditures are now reported in this manner instead 
of going to swell operating expenses.” 

The Commission say, page 147, vol. 1907: 

“The chief purpose of the depreciation account is to 
protect the investor against the depletion of his prop- 
erty by an understanding of the cost of maintenance 
and to protect the public against the perpetuation of 
unduly high rates by charging improvements to cost of 
transportation.” ; 

I have up to this time undertaken to deal largely 
with a general comparison of all roads, 1897 vs. 1907. 
It may be thought that the tremendous and unprece- 
dented prosperity of the carriers has been confined to 
some particular section of the country. I wish, there- 
fore, to invite your attention to comparative results 
1907 vs. 1897 in groups, as previously explained to you. 
These comparative figures will convince you that the 
railways in all sections of our country have enjoyed the 
full measure of prosperity and some of them more. 

First, it is interesting to note a comparison of the 
proportion of earnings from operation assignable to pas- 
senger and freight service and the percentage of operat- 
ing expenses to operating income of all roads in the 
United States: 


Percentage of 
Operating Ex- 


——Earnings from Operation.—: penses to Op- 


Passenger. Freight. Other. erating Income, 
Bel cdabetaenled 28.19% 69.26% 2.53% 67.06% 
So ere 26.45 % 70.67% 2.87% 67.53% 


The Commission say: 

“A comparison of the above ratios of operating ex- 
penses to operating income may be misleading unless it 
is remembered that some porgion at least of this fluctua- 
tion (ten years) is due to the varying policy of carriers 
in regard to charging improvements to operating ex- 
pense account.” 

This comparison shows that the percentage of pas- 
Senger earnings has fallen off, while freight has in- 
creased. Also, that the operating expense to operating 
income 1907 vs. 1897 has increased but 47-100 per cent— 
a significant fact. 

To those who may not be familiar with the terms 
used in railway accounting, perhaps a word of explana- 
tion may not be amiss. 
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Gross earnings from operation include all receipts 
from direct operation of roads, viz.: 

Receipts from freight revenue. 

Receipts from passenger revenue. 

Receipts from mail revenue. 

Receipts from express revenue. 

Miscellaneous revenue from passenger service. 

Miscellaneous revenue from freight service. 

Unclassified revenue. 

Operating expenses include expenditures fer: 

Maintenance of way and structures. 

Maintenance of equipment. 

Conducting transportation. 

General expense, 

Unclassified expense. 

Income from operation is the amount remaining after 
deducting operating expenses from gross earnings from 
operation. 

Income from other sources is the amount received 
from rents, stocks and bonds owned and other receipts 
not derived from direct operation of the road, This in- 
come amounted in 1907 to $286,583,942 and in 1897 to 
$125,090,010. 

Total income represents the total of income from 
operation and from other sources. 

Total deductions from income include interest 
charges, rents, taxes, permanent: improvements charged 
directly to income and miscellaneous deductions of a 
similar nature. 

Net income is the amount remaining after paying 
operating expenses, interest charges, rents, taxes, etc. 
It is the sum applicable to dividends or any other like 
payments, 

Surplus is the amount remaining after meeting all 
obligations mentioned above. Generally speaking, it may 
be expended on the property, capitalized or paid out in 
dividends, at the option of those in control of the prop- 
erty. 

Now, has this great prosperity been general or local? 
Let us refer to the condensed income account for 1907 
and compare it with 1897 in groups. Let us deal with 
the results per mile of road: 














Group No. 1. 

1907. 1897. 
p EE SE A eee ee ee ee ee 8,160 7,576 
Gross earnings from operations.................$16,314 $11,155 
Tie GNOPATIMG CRPOMBOS . onc cc ccccc cc wescsccecés 11,808 7,742 
Income from operations...............+++8- -$ 4,506 $3,413 
Income from other SOurceS..........cssesececees 2,233 1,414 
SD TR Boe bE ae wt rire Caw torvaede ts $ 6,739 $ 4,827 
Total deductions from income............62e.e06 4,201 3,029 
SS eat necGh daees kd hee tant pe eeu $ 2,538 $ 1,798 

Total dividends and other payments from net 
PND. ui alr ce VS v Ges So cekieet 46 cewOs Dass eee ee 2,369 1,877 
ees TE Ca visa os 6-0 svbnedvchates » . oon *$ 79 





*Deficit. 
Increase of amount stock in this group for ten years..$ 66,440,930 
Increase funded debt in this group for ten years..... 210,459,375 
Group No. 2. 





1907. 1897. 
SN nie ite ce mitns cake ceed ea ae es Cie he ee Kee 23,885 20,967 
Gross earnings from operations................. $24,558 $13,736 
Ca. GROTRTINE CUPONNOE Lo... ca ciiabs 6s ddsiacncccns 16,602 9,099 
ENGOMIS “THOS GHOTRUIOUNS «0.6 oo ods cccccccnccee $ 7,936 $ 4,637 
Income from Other SOurces. ......cccccccccscsece 3,238 2,139 
EG cots on Ob o FO wea ce Ckate Ge $11,174 $ 6,767 
Total deductions from income...............ee0% 7,167 5,285 
OO ee ey see epee ae ee pyre $ 4,007 $ 1,482 
Total dividends and other payments from net 
ME chs ao n.cde- cs Oka We eUrKe bbb ce chee den ee 3,224 1,469 
Surplus from operations..............02-0.6. $ 783 $ 13 
Increase in stock for te@m years.......cccccccccscccccce $468,804,778 


pe ee rr me me 722,753,335 
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From this you will observe that in group No. 1 
(New England) the roads in 1897 paid but $1,877 per 
mile in dividends, and that left them with a deficit of 
79 per mile, while in 1907, with approximately 600 
miles more road, they paid $2,369 per mile in dividends, 
and carried over a surplus of $171 per mile, instead of 
a deficit of $79 per mile, as in 1897. 

Now, what do we find in group No. 2—the so-called 
Trunk Line territory? The roads in this group paid 
dividends of $3,224 per mile in 1907 vs. $1,469 per mile 
in 1897—an increase of $1,755 per mile—and carried over 
a surplus of $783 per mile vs. $13 per mile in 1897, a 
gain in surplus of nearly 600 per cent. Does that seem 
enough for the little car to do? 

Group No. 3. 
Central Freight Association Territory. 











1907. 1897. 

NN kh as ce ne) abe ann win’ oe Cadnwecn ig AUEe 26,014 23,363 
Gross earnings from operations................. $14,922 $6,814 
Less operating expenses ...........ceeeceeeceees 10, 638 4,858 
Income from operations. ...........6.e0.ee0. $ 4, 284 $1,956 
Income from other SOuUrCes. .....cccceccesevceces 1,555 712 
NN ot. Sinks GUN bes 6 ok Riess bee Se $ 5,839 $2,668 
Total deductions from income..................- 3,926 2,360 
 .:.. ch buss ga vnbiew we es eee 6-4 serenade 8 3 913 3 $ 308 
Dividends and other payments from net income 1,347 517 
Surplus from operations. .........cscccccees $ 566 *$ 209 
RE ON, Ea ASUS o/c eWhlab sb 0s wU Rh 0.6 bw tees $267,759, 266 
i i CED... Wace se ae 6 oh.e o¥ede O65 4 wae aie 624,467,598 


*Deficit. 


Here we have a surplus per mile in 1907 of $566, as 
against a deficit of $209 per mile in 1897. Again, you 
will note that the surplus in 1907, viz., $566, exceeds the 
total dividends per mile paid in 1897 by $49. No. 1 and 
No, 2 groups are those in which Mr. McCain particu- 
larly desires an advance in rates. The surplus in group 
No. 3 for 1907 in dollars was $14,716,960 vs. a deficit 
in 1897 of $4,891,978. Remarkable as is this showing, 
it is small compared with some others. 


Group No. 4. 











1907. 1897. 
I ed. eal on. au wire tnlele alc aices-a Bidbetiee b-08 Oe ced 13,021 11,020 
Gross income from operationms...........+..-0-6. $8,598 $4,135 
EGGS OROTERIRE CRPONBES. o.. oc ccc cc cecceccseccecs I 5,970 2,802 
Income from operations. ...............eeee0s $2,628 $1,353 
Income fFom OtheP SOUrcCeS. . os ic cvsceccccsscccces 329 318 
ORL. iS «ow ic ss Was 08 Oe ble0 6 wk eae $2,957 $1,651 
a. ids is Jog ee we elem igen wees alee 1,431 
I a a al eae all hia $ 906 $ 220 
Total dividends and other payments from,net in- 
ENT a iO, i BAG cididig bob 418,010 os. & 0:0 6 ly pheRae ee 606 159 
I un ie acy Sass 5 oP R Neco rhs chee eee ebhvees $ 300 Ss - Si 
I MON, Serna ec pd ocd eee beater dkbte is cewel $ 61, 873, 412 
EN FE er ee err eer ae 34,269,540 


Here the dividend payments per mile in 1907 were 
almost three times the net income in 1897, and the sur- 


rlus per mile $239 greater than in 1897, or over 400 
per cent. 


Group No. 5. 























1907. 1897. 
NN IE ee EN 7 Pe I, 5 See Ne Te eee raw oe 26,046 20,314 
Gross income from operation...............6e065 $7,970 $4,186 
Re EEE GUUGUNION 006 cc ucimsscewegecent ane 6,117 2,881 
Income from operations ...........ceeeeeeees $1,853 $1,305 
Income from. other sOurces.........cccccccccceece 460 474 
es on. aah bs Gar bd ae © Aled dbo 6abo ath ne $2,313 $1,779 
ee NA 6 ow Galina cB N-GS 6.055 pia bo oe 00 05'S e 6 tend 1,859 1,637 
SERS Lege at A ISR As SMALE. SAP A, Oa $ 454 $ 142 
Total dividends and other payments from net in- 
EE tess tn kon de én mall & Gdn antl a 6 bi chee ue 559 130 
I oh iad ch oe eatin ae ekn snc ceeweties $ “95 s 3 
NE NN 2 ie a) a ile. ale os ww Riclaieleeetal> abebisS 4 $ 22,536,109 
I WUUNY. GCs ots cctitcoee cnbechesaweecces 280,114,508 
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You will note the dividends per mile paid in this 
group in 1907 are two and one-half times greater than 
the net income per mile in 1897. These lines paid 
$9,358,836 in dividends in 1907 and $2,639,607 in 1897. 
an increase of substantially 285 per cent. 


Group No. 6. 





: 1907. 1897, 
Mileage a Se Ole SAgtaibe Upal Da 0 <n c CE 0 0 eb © 0 atin abe. o eee 42,136 
Gross income from operations..................+. $9,392 $5,223 
Less operating’ OXPONSeS. ... 0.6... cece cece ec cccee 6,183 9 
Income from operations......................$3,209 $1,941 
Income from other sources.............:..cceeee- 481 382 
teh Geel ii. Ses ecet ke case. couch, ad $3,690 2,323 
EE, I iid < ho 6 eb bebe. i ccawibnisd dtgkasa 04a 1,954 1,647 
Net income ee ee pees FS ye maa ee $1,736 BS ¢ 76 
Total dividends and other payments from net in- 
a Be EE en PE ar Pee OE or tee 1,067 19 
“Oe hntiibits da aa ois <1 koe MEAS Gas wok wee oN $ 669 $ 185 
cM Err ore © er. ee ee} $407,996,309 
Se Te I I. Sie da Jeb sas diwod td Ccetekicebane 2 393,533,811 


These are central western lines. You will note 
their payments for dividends in 1907 exceeded their net 
income for 1897 by $391 per mile. They paid $54,501,538 
in dividends in 1907 vs. $20,706,895 in dividends in 1897. 
a gain of $34,000,000, or 170 per cent. 


Group No. 7. 


1907. 97 

SSID cock cin Dinmiteeta tadiibdins Sitakanaieraen 0s os baa Wa ate aan 11,945 10,4 
Gross income from operations. .... ci cecescccvs $9,938 $3,860 
LR “OGG CROs hic oo nc ck ins bac caceveasice ld 5,680 

Income . from \GMOFAtioneas. . ...6 ic cdccccccctcdce $4,258 
Income from Other SOUrCeS. .. 2.0... cnc cccccccccece 1,314 

po RE oe ae eee ne $1,734 
Total deductions from income.................... 1,638 1,797 

ON 652 ea ik a's Ek kayak ov rps Sse ecko $2. 93 4 *s if 
Total dividends and other payments from net in- 

ee ee ee, Pn Pr err ree Tea, ee S| 2 

SUR = owes o's 4d CE Rae asic teh db ube s tbe Rdéee $1, 699 *$ 345 
RG BE CR oe Fa oka Cas arse 6 KH RWK OC ORS Wed ba $177.606 


Increase in funded debt 





*Deficit. 


This reads like a tale from the Arabian Nights. 
Western North and South Dakota, Nebraska, Montana 
and Wyoming have been “going some” during the past 
ten years. Here, after paying all operating expenses, 
we have an income per mile of $5,572, as against gross 
earnings of $3,860 per mile in 1897. The net income 
after paying all operating expenses and interest is $3,934 
per mile, or $74 per mile in excess of gross earnings 
per mile in 1907. The net income per mile in 1907 was 
$3,934, as against a deficit of $63 per mile in 1897, and 
a surplus in 1907 of $1,699 per mile, as against a defic-t 
of $345 per mile in 1897. The surplus in 1907, after 
paying all operating expenses, interest, dividends (of 
$2,235 per mile), is $218 per mile greater than the in- 
come from operations in 1897. Note the mileage in 
this group has increased but 1,455 miles in ten years 














Group No. 8. . 

1907. LSoi 

ee, RE ae rae a are N eR F 22,785 
Gross earnings from operations.................. $7,782 $4,080 
Less operating expenses ..........cccccccccescce 5,007 15 
Income from operations ...............00000--$2,000 $1,268 
Income from OtROP SOUTCES. 2.26.6 Rice cccccccoss 723 “V 
EE, COED svn oor ewes h sia ees sebiosurweded $3,498 $1,488 
Total deductions from income.................... 2,131 0 
SINNED SA Si at, ee tna hie ebigl ie & ealald aus $1,367 *$ 32 
Total dividends after payments from net income. 940 70 
i ub idekin auc Pawan aes oot emeee ek a-dea ieee $ 427 *$ 102 
I I I i ee ae $227,030,756 
Ee Oe Pee errs ra or ee ee Poe 474,845,016 


*Deficit. 


July 23, 1910 


Group N 
the net ine 
fixed charge 
in 1897. Th 
against a de 
after paying 
greater thar 
1907 is $427 
mile in 189% 


years. 


Mileage ...-- 
Gross income 
Less operatin 


Income fr 
Income from 


Total ine 
Total deducti 


Net incor 
Total dividen 
Surplus f 
Increase in s 
Increase in f 
* Deficit. 
Group | 
in Texas a 
a deficit o§ 
a credit of 
of $265 per 


Mileage 
Gross incom 
Less operati 


Income 
me fron 


Total ine 
Total deduct 


Net ine 


Total divide 
come 


Surplus 
Increase in 
Increase in | 


Deficit. 

Group 
Idaho, Ne 
were adva 

The e¢ 
It reads 
why Unio 
Pacific, w! 
are now | 
ments to 
but wond 
advanced 
come fro 
all operat 
gross eal 
words, th 
1907 afte: 
in gross 
operating 
per mile 
Again, re 
operating 
chargeabl 
Ihile, whil 
anything 








lis 
an 





July 23, 1910 


Group No. 8 is Kansas, Oklahoma, Arkansas. Here 
the net income after paying operating expenses and 
fxed charges is $99 per mile greater than net earnings 
The net income is $1,367 per mile in 1907, as 
against a deficit of $32 per mile in 1897. The surplus 
after paying $940 per mile dividends is $459 per mile 
greater than the net income in 1897. The surplus in 
1907 is $427 per mile, as against a deficit of $102 per 
mile in 1897, a gain of $529 per mile in surplus in ten 


years. 


in 1897. 

















Group No. 9. C 
1907. 1897. 
Mileage ovis cogadh claten bctapecs bewseeeecsweup de bew 16,451 10,764 
Gross income from oOperations..........+-..eee+e. $6,852 $4,138 
Less operating EXPENSES .....-- cee ee rece eecececs 4,952 3,106 
Income from Operations ......---+ee-seeeeeees $1,900 $1,032 
Income from OtNer SOUPCES.......- eee ececeeeesece 71 175 
pige ED cbs ae cons coc rc0s €O¢see bon doaae $1,971 $1,207 
Total deductions from incOME........+-++eeeeeeee 1,580 1,472 
Not SGD See ce niece kis Steer sciccnetves cece $ 391 *$ 265 
fotal dividends and other payments from net in- 
IG bent cater dt Veo by We os cok ae 04% oo a ae 295 6 
Surplus from operations.............ceccecees $ 96 *$ 271 
WNCTCASS ME AUGER, on chisdc ck canteen tess cecbiscateare shoes $21,734,487 
Increase im funded debt... ...cccccccvecccscccsscssccvce 98,845,739 


* Deficit. 


Group No. 9 is Texas and Louisiana. Here we have 
in Texas a surplus of $96 per mile, as compared with 
a deficit of $271 per mile in 1897. Net income shows 
a credit of $391 per mile in 1907 as against a deficit 
of $265 per mile in 1897. 

Group No. 10. 





1907. 1897. 
COOD i i dei an cick sapik bt 0b4+d 5 po ke aaswe'er 19,135 13,863 
Gross income from operations................... $10.665 $4,441 
Less operating EXPENSES 2... sec decdewscnccecess 6,158 2,837 
INCOMIS BVOT OMSTRTIONG 26. ooo ios cescceesscws $ 4,507 $1.604 
OMe LOGE WEMOL DOULOGS ... « os ss 0.0 bineun ¥bde 0s 3,652 1,033 
Pots is Kd Sh S Rha oc d0é (39ers di wa des $ 8,159 $2,637 
Total deductions from income.............-+eees- 4,283 2 652 
Niet iss 055 8s sik ah tS re oa acide eka Peds $ 3,876 *$ 15 
Total dividends and other payments from net in- 
CORRS Fil 64 iin sé Fee Stee hbe caps ed satehus clad 2,281 38 
Surpite Cewe GpOTaLONS. 6.6. eccccccevonves $ 1,595 *g 563 
INCTOURS - TADS chivas pS Ob des oes Seteiemde dsiew dnd chee we $270,436,993 
ENCTORSS TA RN Os & coco c ccc es ctasncvnvtatvicears Seeaee 


‘Deficit. 


Group No. 10 includes all Pacific coast states, Utah, 
Idaho, Nevada and Arizona, in which territory the rates 
were advanced in 1908, or January 1 of last year. 

The comparative showing here is incomprehensible. 
It reads like a fairy tale. You begin to understand 
why Union Pacific, and Southern Pacific and Northern 
Pacific, which a few years ago were bankrupt properties. 
are now so prosperous. You who read of the improve- 
ments to these properties analyzing this statement can 
but wonder what convincin gargument could be or was 
advanced to support the increase in rates. Here the in- 
come from operations—that is, income after deducting 
all operating expenses—was $4,507 per mile, as against 
gross earnings per mile of $4,441 in 1897. In other 
words, the roads in this group had $66 per mile more in 


_ 1907 after paying all operating expenses than they had 


in gross in 1897. The total income after paying all 
Operating expenses in 1907 was $8,159 per mile vs. $2,637 
Per mile in 1897, an increase of 209 per cent in income. 
Again, remember this: The net income after meeting all 
operating expenses, taxes, interest and all other expenses 
chargeable against income from operations was $3,876 per 
mile, while the gross income from operation before paying 
anything was only $4,441 per mile in 1897. Again, this 
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net income in 1907 of $3,876 per mile compares with a 
deficit of $15 per mile in 1897. Again, the payments 
out of net income for dividends, etc., was $2,281 per 
mile in 1907, while income from operations in 1897 was 
only $1,604 per mile. Further, the surplus from opera- 
tions in 1907 was $1,595 per mile, or $30,521,369, as 
compared with a deficit of $53 per mile, or $2,327,837, in 
1897. When one considers this stupendous result he 
understands why the Commission in the Spokane case 
declared the earnings excessive. One understands why 
Utah complained, 

On page 87, Vol. 1907, the Commission say: 

“The year ending June 30, 1905, was the first in 
which gross earnings from operation exceeded $2,000,- 
000,000, and notwithstanding the marked increase in 
that figure over the corresponding figure for the preced- 
ing year, the increase during the year ending June 30, 
1906, was more than 24% times as great as that for 
1905, while for the current year 1907 exceeds that for 
1906 by more than $20,000,000. The increase in gross 
earnings was, of course, met by a corresponding in- 
crease in operating expenses for the year. The amount 
available for dividends, adjustments and improvements 
at close of 1906, all roads, was $457,060,326, while for 
1907, all roads, it was $479,848,604—an increase of nearly 
$23,000,000.” 

Now, I desire to deal with some special points 
raised in Mr. McCain’s pamphlet. On page 7 he says: 

“It is of common knowledge and of frequent com- 
ment that a given sum of money will now buy very 
much less labor or commodities than in 1897.” 

This claim is often and continuously made by the 
carrier and as an abstract proposition it may be ad- 
mitted applying to a given sum of money. On March 
14, 1903, the carriers to Texas advanced their rates. 
In an investigation subsequently made by the Interstate 
Commerce Commission, the carriers set up the plea 
that the advance was justified by reason of the in- 
creased cost of operation. The Commission found and 
so held that, as to expense, a dollar expended in freight 
charges hauled a ton further at that time than at any 
previous period in the history of railways. The Commis- 
sion found, and I quote their language, “Here, there- 
fore, we have in the same case and by parties of the 
same general system, a claim upon the one hand that 
these advances are justified by general conditions of 
prosperity and upon the other hand that they are justi- 
fied by general conditions of adversity.” 

You pay your money and take your chances upon 
such a theory. Where and when are these advances to 
end? 

The finding of the Commission was that the rates 
prior to March 14, 1903, afforded reasonable compensa- 
tion to the carriers, yet the advance remained in effect 
because the Commission at that time did not possess 
the power to enforce their orders, and since that date 
there has been another advance. The Commission dealt 
with the situation as a whole, not with one fifteen-ton 
car. On page 9 Mr. McCain says, “No railway dollar 
will pay more than 84 per cent on the average as much 
railway labor as it would in 1897.” Haven’t we proved 
that the railway, instead of having a single dollar, have 
several with which to pay this additional cost. 

On page 9 Mr. McCain speaks of the additional cost 
of fuel. Don’t you know as well as I do that approxi- 
mately 65 per cent of the anthracite and 40 per cent 
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of the bituminous coal mined is controlled by the car- 
riers and the increased profits (excluding what they 
use) go into the treasury of the carriers. 

Beginning on page 17 Mr. McCain takes up the cost 
of obtaining capital. He speaks of the depreciation of 
the American dollar, then he continues on page 19 that 
the railways have inflated their outstanding indebtedness 
in ten years five and one-half billion dollars. I submit 
in all candor what the railways need is not an increase 
in the purchasing value of a dollar, but an increase in 
the real value of the security they offer. Do they ex- 
pect to go on mortgaging their property at the rate of 
$544,000,000 per annum and continue to borrow at the 
same or less rates upon the same security? Is that the 
rule? When a man places a mortgage upon his prop- 


erty does he usually borrow at the same rate when the. 


security is 20 per cent as when it is 75 per cent above 
the amount of the loan and no liabilities upon the bor- 
rower, the loaner to satisfy himself out of the security. 

Railway taxation is another item of expense con- 
sidered by Mr. McCain on pages 14 and 15. Again, does 
he expect to go on placing ever increasing apparent 
value on the property by increase in capital and pay 
nothing on it? There is one road in Illinois with a 
debt of something over $132,000 per mile (and they 
claim it is worth it), but swear for taxation it’s only 
worth $32,000 per, mile. 

While Mr. McCain may not in direct words claim 
that rates ought to be made having some reference to 
capitalization, interest charge, etc., I think we may 
properly assume he intended to convey that impression. 
Now, I need not argue that point with Mr. McCain, for 
others probably more competent have done it for me. I 
desire, however, to say this: 
the carriers are challenged as unreasonable we always 
meet {in some phase of the case) the claim that they 
are entitled to earn fair return upon their capital and 
that there is no overcapitalization. (Note Mr. McCain, 
page 68: “There is no water in American railway capi- 
talization as it exists to-day.’) This is always the 


claim. I need not take up the question of overcapitali- 
zation; every schoolboy knows that the unqualified de- 
nial of Mr. McCain can be successfully challenged. 


Now, if Mr. McCain intends you to understand that the 
making of rates should take into consideration capitali- 
zation let us inquire into what others say: On page 65 
he quotes President Hadley of Yale. Mr. Newcomb, 
in his pamphlet, “For the Railroads,” April 7, 1905, page 
56, quotes the same language from President Hadley. 
Let me quote the same authority, from page 73 of Mr. 
Newcomb’s pamphlet above referred to, “President A. 
T. Hadley, Railroad Transportation,” page 265: 

“It is now pretty well understood thai fixed charges 
do not directly affect rates, nor do dividends offset 
them, except in so far as a road which is paying very 
high dividends may reduce rates lower than it otherwise 
would in order not to tempt new capital into the field.” 

Here are some other authorities upon this phase of 
the question taken from the American Lumberman of 
May 30, 1908, copied from interview published in the 
Chicago Record-Herald of previous date: 

E. P. Ripley, president A. T. & S. F. Ry.: 

“The making of freight rates has not, never did 
have, never will have, never ought to have, any relation 
to the capitalization of the railways.” 

J. T. Harahan, president Illinois Central: 


Whenever the rates of' 
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“The valuation of a road is never taken into consii. 
eration in the process of making rates.” 

L. E. Johnson, president Norfolk & Western: 

“I have spent my life in railway work and during 
these later years have been in direct contact with the 
traffic department, and the idea of making a rate for the 
purpose of obtaining a proper return on any particular 
investment or capitalization has never occurred to my. 
self or my associates.” 

On pages 29 and 30, Mr. McCain deals with the rela. 
tive purchasing power of agriculture and animals. This 
phase of the question is an interesting study. I wish | 
could dwell at length on it, but time will not permit, yet 
I must call your attention to some extraordinary situa. 
tions created by the comparisons. On page 30 Mr. Mc. 
Cain gives the increased power to purchase railway 
freight, of corn 106.28 per cent, of wheat 13.73 per cent. 
of oats 119.74 per cent. On page 31 he gives the inp. 
crease of cattle 6.65 per cent, of swine 55.14 per cent. 
Let us see to what extent transportation was affected 
thereby and who really benefited by this condition. The 
greatest crop of all is corn. It is a well-known fact that 
not to exceed 18 to 21 per cent of the total production 
ever leaves the county in which it is grown. Of oats 
28 per cent leaves the county in which it is grown, of 


wheat over 60 per cent leaves the county in which it is 
grown. Now, what becomes of the enormous quantity 


of corn and oats left on the farm? 
used for feeding purposes and seed. 

We find from government statistics that the average 
price per head of cattle upon the farms in 1897 was 
$16.65 and, in 1908, $16.89, an average increase of 24 


It is all practically 


cents per head. Of swine the price was $4.10 per head 
in 1897 vs. $6.05 in 1908, an increase of 50 per cent. 
Now, if the farmer kept books as a business concern 


does, what would he discover? That 82 per cent of his 
corn has increased, according to Mr. McCain (page 30), 
106.28 per cent in power to purchase transportation and 
has gone into cattle that increased but 6.65 per cent, or 
into hogs that have increased but 55.14 per cent. On the 
contrary, the 60 per cent of wheat which he sells as 
wheat has advanced but 13.73 per cent. Do you wonder 
that some railway gentlemen are telling us we shall not 
be able to supply our bread in a few years. Of what 
advantage has the increase in price of corn or oats been 
to producers when the commodity he offers for sale and 
transportation has not increased in like proportions. 
Now, the products of stock have inereased in value, lard 
108.1 per cent, pork 99 per cent, tallow 88.8 per cent. 
This, with an increase of 50 per cent in swine and sub- 
stantially no increase in cattle. But that’s another story. 
These statistics are brought in here simply to point you 
to the fact that as used by Mr. McCain they are some 
what misleading. 

On page 15 Mr. McCain deals with the cost of regu- 
lation. Now certainly he does not wish to convey the 
impression the roads are not willing to cheerfully com- 
ply with the requirements of the law and pay for it? 
That’s the one, the fundamental obligation they all as 
sumed when they took their charters from the state. 
Nevertheless, let us inquire into the results of regula- 
tion, whether the roads are worse or the shipper better 
off under restrictive legislation than they were under the 
old days of freedom. Fortunately, the roads themselves 
have answered that question, hence you are not required 
to rely upon my statement. 
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In the pamphlet, to which I have before referred, 
viz: “For the Railroads,” dated Washington, July 8, 
1905, at the time the roads were contending against the 
amendments to the commerce law, edited by H. T. New- 
comb, which pamphlet bears the evident approval of the 
late Samuel Spencer, president of the Southern railway, 
Mr. Newcomb endeavors to convince the shipping public 
that they were really better off without legislation than 
with it. 

Mr. Newcomb says, page 25: “There is a good deal 
of evidence that the present interstate commerce law 
has somewhat retarded the natural general decline in 
rates. This law was approved February 4, 1887, and 
became effective 60 days later.” Prior to that time 
there had been no statutory restrictions upon the charges 
of the railways. It is possible, therefore, to make im- 
portant comparisons between the average railway rates 
and other significant factors for the period of seventeen 
years since the enactment of the commerce law and 
those of a similar period immediately antedating its 
These comparisons are— 

Now follow a table of comparative statistics under 
two captions, viz.: Period of freedom, 1870-1874-1882- 
1886; period of restriction, 1887-1891-1899-1903. The ta- 
bles compare 1870-1874 with 1882-1886, also 1887-1891 
with 1899-1903, period of five years each, but embracing 
a total period 1870 to 1903, or 23 years. From 1870 to 
1886, period of freedom, tons carried one mile increased 
31.56 per cent; 1887 to 1903, period of restriction, tons 
carried one mile increased 54.42 per cent. 

1870 to 1886, average trainload in tons increased 
51.91 per cent. 

1887 to 1903, average trainload in tons increased 
65.78 per cent. 

1870 to 1886, average haul per ton in miles increased 
14.50 per cent. 

1887 to 1908, average haul per ton in miles increased 
9.35 per cent. 

1870 to 1903, freight revenue per mile of road oper- 
ated decreased 9.11 per cent. 

1887 to 1903, freight revenue per mile of road oper- 
ated increased 28.06 per cent. 

1870 to 1886, revenue from each ton was decreased 
22.64 per cent. 

1886 to 1903, revenue from each ton was decreased 
8.93 per cent. 

1870 to 1886, rate per ton per mile decreased 39.97 
per cent. 

1886 to 1903, rate per ton per mile decreased 20.49 
per cent. 

This disclosed that the freight revenue per mile of 
road operated decreased 9.11 per cent under the period 
of freedom and increased 28.06 per cent under the period 
of restriction. That the revenue from each ton moved 
declined 22.64 per cent under the period of freedom and 
only 8.93 per cent under the period of restriction. Again, 
that the rate per ton per mile declined 39.97 per cent 
under the period of freedom and only 20.49 per cent un- 
der the period of restriction. If this proves, as the roads 
Claim, that they are better and the shippers worse off 
under restriction than under freedom, then there can be 
no substantial reason why the carriers should not at 
least post their share of reasonable expenses connected 
With regulation and not suggest the shipper, who is 
Worse off, be taxed for it. 


adoption. 
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Commenting upon these statements, Mr. Newcomb 
says: 

“The result of the comparisons in the foregoing ta- 
ble are highly significant, although neither the decline 
in the average payment per ton nor that in the average 
payment per ton mile was stopped by the adoption of 
restrictive legislation. The table shows that the rates 
moved downward twice as fast during the period when 
interstate commerce was wholly free from statutory re- 
striction.” 

It seems to me we need not discuss the advanced 
price in the commodities mentioned by Mr. McCain on 
pages 48 to 59. The effect upon the increase in freight 
rates upon a pair of shoestrings is simply another 15-ton- 
car illusion. Suppose you were asked if a charge of 
1% cent to carry one five-cent pair of shoestrings Chicago 
to Denver was unreasonable, you probably would say, 
No! But suppose on the other hand % cent per pair 
meant $15 per 100 pounds, what would you answer? 

The depreciation of money dealt with on page 60 
is not significant, as claimed by Mr. McCain. If you 
have plenty of money and don’t want it all, I think we 
have shown the railways have earned enough. 

The statement that the methods of financing rail- 
ways which were necessary prior to 1880 have passed 
away. This statement causes me to inquire if Mr. Mc- 
Cain intends to justify the methods prior to 1880. If so, 
when did it pass away? The increase in capital since 
1897 has been simply a flood. When Mr. McCain com- 
pares European railway financing with that in America, 
does he do so simply to point us to what we may look 
forward to? I at least catch that idea. The financing 
of some of the lines points strongly in that direction. 
We are getting there at the rate of 5% billion dollars 
in ten years. 

I am pleased to acknowledge my indebtedness to Mr. 
J. C. Lincoln of St. Louis for information regarding the 
movement of grain and prices of cattle and hogs. 

To Mr. Williamson of Cincinnati, for a valuable com- 
pilation of statistics. 

Increase in Capital, June 30, 1897 to 1907. 


Group. Stock. Funded Debt. 
BF? Oe 6 cle’ duh eh pees Mig < a dae $ 66,440,930 $210,459,375 
Sa i Ni tess Sila lea hip inal aeadeas ame ML Al ce 468,804,773 722,753,335 
a’ A xe've bs ew ec Laue tas Neate oaerdee 267,759,266 624,467,598 
a eee: er ee eee eee ee ee 61,873,412 234,269,540 
eS Se rR > 22,536,109 280,114,508 
B's, cues eVects ow bbe ceeedics Oise this 407,996,309 393,553,811 
Ie sabes & ates, aS edits ack hen who ghia t oo 177,606,401 88,936,931 
SD . wavecycccdec cme CTO Capa ae Les 227,030,756 474,845,016 
Obs 6 een Pe Sai cee ee bee re 21,734,487 98,843,739 

DD. haw:s date sein bah eo leah eae dee Mee 270,436,993 326,695,320 
$1,992,219,4386 $5,454,919,173 


A VALUABLE ASSET IN BUSINESS. 


“In renewing our subscription permit us to state 
that we find The Traffic World a very valuable asset in 
our business, as it keeps us .fully posted on current 
events in the traffic world, and particularly the portion 
showing the new tariffs filed with the Interstate Com- 
merce Commission.”—The Atlantic Refining Co., Cleve- 
land, O. 


CAN HEARTILY RECOMMEND PUBLICATION. 

“We have been a subscriber to The Traffic Bulletin 
since the first issue and consider this service most valu- 
able, and would be at a loss to know how to get on with- 
out it. We can heartily recommend this publication to 
anyone handling freight, or anyone who is interested in 
freight charges.”—Inland Steel Co., Chicago. 
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WILL MAKE NO COMPROMISE 


Shippers Stand by Original Plan of Having Question 
of General Rate Advances Referred to 
Commission for Arbitration 





There will be no compromise between shippers and 
carriers on the question of a general increase in freight 
rates. The matter must go to the Interstate Commerce 
Commission for arbitration and ‘settlement. 

If anyone cherished hopes that a gentleman’s agree- 
ment could be patched up by which the subject could be 
settled between the contestants without the intervention 
of the national rate tribunal—a possibility that was 
given strong color by the rumors that certain of the 
eastern shippers were willing to allow the transportation 
companies some advances without requiring that the 
beneficiaries of the increased rates go before an impar- 
tial board and justify their demands for additional reve- 
nues—the resolutions adopted at the meeting of the 
general shippers’ committee of nineteen, held at the 
Union League club, Chicago, on Tuesday, should serve to 
dissipate such ideas. 

This committee, formed at the time the shippers 
held their conference in Chicago last May to protest 
against any general advance in rates, particularly on 
class traffic, in Official Classification territory, adopted 
the following resolutions: 

“Whereas, the question of a general advance in 
freight rates affects alike the welfare of all people and 
communities; and, 

“Whereas, the federal authorities have created a 
body to adjudicate the reasonableness of all rates; and, 

“Whereas, in the opinion of this committee, the In- 
terstate Commerce Commission is the only body that can 
fairly decide the question at issue, therefore, be it 

“Resolved, that this committee proceed to carry out 
the original plan, viz., a fair adjudication of the entire 
subject by the Interstate Commerce Commission.” 

It was decided to leave the questions of details of 
procedure in the hands of the sub-committee of traffic 
experts headed by Frank B. Montgomery, traffic manager 
of the International Harvester company. With the mem: 
bers of this body will rest the selection of such counsel 
and auditing experts as they see fit to employ. 

Further husiness transacted at the general commit- 
tee meeting included the election of La Verne W. Noyes, 
president of the Illinois Manufacturers’ association, as 
acting chairman, in the place of John E. Wilder, vice- 
president of Wilder & Co., who is at present out of the 
city and intends to be absent for several months. R. F. 
Spencer, vice-chairman, having left St. Louis to engage 
in business elsewhere, the vacancy thereby created was 
filled by the election of Charles L. Swarts of the same 
city to the vice-chairmanship. 

Rumors of a compromise—a suggestion plainly nega- 
tived by the resolution adopted—gained currency Mon- 
day. Tuesday, press reports had it that there was an 
apparent willingness on the part of certain easterners to 
meet the railways in a conciliatory mood. The reports 
even went so far as to name three as probably leaning 
that way—lIves of Boston, Meade of New York and 
Belleville of Pittsburg. At the same time, it was stated 
that the majority of the western members of the com- 
mittee, including Montgomery, Barlow and Evans of this 
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city, Williamson of Cincinnati, Hall of Duluth, McVan 
of Omaha, Lincoln of St. Louis, Keavey of Indianapolis. 
Wilson of Kansas City and Trickett of Minneapolis, wero 
ready to oppose any action framed for the purpose of 
taking the determination of the question out of the 
hands of the Commission. It was their attitude tha 
the subject was too broad, affected too many interests. 
for any private agreement. 

“A private settlement or compromise,” said John VY. 
Farwell, of J. V. Farwell & Co., and a member of the 
directorate of the Chicago & Northwestern railway, talk 
ing along these lines, “could have only a temporary 
effect at best. The dry goods interests feel that they 
are already bearing more than their share of the general 
receipts of the roads from freight rates and naturally 
are opposed to a 20 per cent advance on the first three 
classes of freight, including their shipments, while the 
advance on the lower classes is less.” 

Further endorsement of the plan to seek the Com- 
mission’s intervention was also given Tuesday by the 
directors of the Illinois Manufacturers’ association. In 
short, they approved the move and took the position 
that nothing further should be done by their association 


- with respect to protesting against general advances until 


the Commission had passed on the protests now before 
it. The directors, in a report by a committee composed 
of Charles Plez, S. M. Hastings and Isaac Keim, also 
recommended that in the future the association file no 
protest against advances except specific complaints by 
members of that organization. 


Attack Rates on Petroleum 


Louisville, Ky., July 22.—Increased freight rates on 
petroleum and its products were denounced in resolu: 
tions adopted at the national convention of the Indepen¢- 
ent Petroleum Marketers’ association last Saturday as 
threatening the business existence of the independent oil 
interests. The opinion was expressed in some quarters 
that the proposed advance in rates was the result of 2 
conspiracy between the railroads and the independent’s 
chief competitor to give that company a greater monop- 
oly on the business and aid it in driving the smaller 
refiners and distributers out of the field. 

It is understood that copies of the resolution wil! be 
transmitted to the Interstate Commerce Commission wit! 
a protest against an increase in rates being allowed until 





the Commission has had a full investigation into the jus- 
tice of the changes proposed. Among those who spoke 
in favor of the resolutions adopted were F. W. Boltz, 


traffic manager of the National Petroleum association, 
and C. D. Chamberlain, secretary of the same organiza 
tion. The discussion of the rate question was held be- 
hind closed doors. 


OPPOSE HIGHER FRUIT RATES. 

Smithsburg, Md., July 22.—Fruit growers of Wash 
ington, Md., and Franklin, Pa., counties have gone ol 
record as being opposed to the Western Maryland's in- 
creasing the rates on peaches from the South Mountail 
fruit belt to Baltimore. In a series of resolutions th¢ 
protestants set forth that the advanced rates would work 
grave injury to the growers, and in view of the |:rsé 


crop and probable low prices might be sufficient to wipe 
out the grower’s margin of profit and force him to «ol 


duct his season’s business at a net loss. 
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RAILWAY EARNINGS SHOW GAIN 


Preliminary Report for Fiscal Year of 1909 Places 
Operating Revenues at $2,418,677,538; 
Expenses Less than in 1908 








Washington, D. C., July 22.—A gain of $24,871,594 in 
operating revenues, accompanied by a decrease of $70,- 
871,466 in expenses, making the net gain $94,976,015— 
this is the story of railroad financial growth told by 
the preliminary report of the Interstate Commerce Com- 
mission covering statistics for the railways in the Uni- 
ted States for the year ending June 30, 1909. Shippers 
will probably see added significance in the average oper- 
ating expenses per mile of line for the year covered by 
the report; they are given as $6,865, whereas the aver- 
age for the fiscal year preceding was $7,346; for 1907, 
$7,687, and for 1906, $6,912. 

The figures that follow are based upon compuations 
for the twenty-second annual statistical report of the 
Commission. Revised returns may slightly affect some 
of these advance figures before final publication. The 
arrangement of the complete report will be similar to 
that for 1908, which differed materially from prior re- 
ports. Except where specifically mentioned, the state- 
ments given do not include data from reports of com- 
panies classed as switching and terminal. 


Mileage. 

The summaries show that on June 30, 1909, there 
was a total single-track railway mileage in the United 
States of 236,868.53 miles, indicating an increase of 
3,215.18 miles over the corresponding mileage at the 
close of the previous year. An increase in mileage ex- 
ceeding 100 miles appears for the states of Arkansas, 
California, Idaho, Minnesota, Mississippi, Montana, Ne- 
vada, Oregon, Texas, Virginia and Washington. 

Substantially complete returns were rendered to the 
Commission for 235,402.09 miles of line operated, includ- 
ing 9,396.35 miles used under trackage rights. The ag- 
gregate mileage of railway tracks of all kinds covered 
by operating returns was 342,351.24 miles. This mileage 
was thus classified: Single track, 235,402.09 miles; sec- 
ond track, 20,949.41; third track, 2,169.55; fourth track, 
1,453.56; yard track and sidings, 82,376.63. These figures 
indicate an increase of 8,705.38 miles over corresponding 
returns for 1908 in the aggregate length of all tracks, 
of which increase 2,923.99 miles, or 33.59 per cent, rep- 
resent yard track and sidings. 

The number of railways for which mileage will be 
included in the report is 2,196. During the year railway 
companies owning 2,706.56 miles of line were reorgan- 
ized, merged or consolidated. 

In addition, the returns of companies classed as 
Switching and terminal covered a total mileage owned 
on June 30, 1909, of 4,007.36 miles, of which 1,622.85 
miles were assigned as main track and 2,384.51 as yard 
wack and _ sidings. 

Equipment. 

It appears that there were 57,212 locomotives in 
the service of the carriers on June 30, 1909, indicating 
an increase of 479 over corresponding returns for the 
brevious year. Of the total number of locomotives, 13,- 
317 were classified as passenger, 33,935 as freight, and 
8837 as switching, and 1,123 were unclassified. 
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The total number of cars of all classes was 2,218,280, 
cr 12,901 less than on June 30, 1908. This equipment 
was thus assigned: Passenger service, 45,584 cars; 
freight service, 2,073,606; and company’s service, 99,090. 
rhe figures given do not include so-called private cars 
of commercial firms or corporations. 

It appears that the average number of locomotives 
per 1,000 miles of line was 243, and the average number 
of cars per 1,000 miles of line was 9,423. The number 
of passenger-miles per passenger locomotive was 2,185,- 
877, and the number of ton-miles per freight locomotive 
was 6,447,708. 

The returns indicate that the number of locomo- 
tives and cars in the service of the carriers aggregated 
2,275,492, of which 2,214,907 were fitted with train brakes, 
an increase of 10,460 over the previous year, and 2,260,- 
777 were fitted with automatic couplers, a decrease of 
10,178. Nearly all the locomotives and cars in passenger 
service were equipped with both train brakes and auto 
matic couplers. Substantially all the freight locomo- 
tives had train brakes and automatic couplers. Of the 
2,073,606 cars in freight service on June 30, 1909, the 
number fitted with train brakes was 2,039,219, and the 
number fitted with automatic couplers was 2,061,473. 


Employes, 

The total number of persons reported as on the 
payrolls of the steam roads of the United States on 
June 30, 1909, was 1,502,823, or an average of 638 per 
100 miles of line. As compared with returns for June 
30, 1908, there was an increase of 66,548 in the total 
number of railway employes. There were 57,077 engine- 
men, 60,349 firemen, 43,608 conductors, 114,760 other 


trainmen, and 44,698 switch tenders, crossing tenders 
and watchmen. 


The total number of Tailway employes (omitting 
42,342 not distributed) was apportioned among the six 
general divisions of employment as follows: To main- 
tenance of way and structures, 459,069; to maintenance 
of equipment, 299,381; to traffic expenses, 20,178; to 
transportation expenses, 604,867; to general expenses, 
52,457, and to outside operations, 24,529. 

The complete report will include summaries show- 
ing the average daily compensation of eighteen classes 
of employes for a series of years, and also the aggregate 
amount of compensation reported for each of the sev- 
eral classes. The total amount of wages and salaries 
reported as paid to railway employes during the year 
ending June 30, 1909, was $988,323,694. 

The total number of persons reported by switching 
and terminal companies as on their payrolls on June 
30, 1909, was 25,985. The total,amount of wages and 
salaries reported by this class of companies for 1909 
was $17,026,264. 


Capitalization of Railway Property. 

On June 30, 1909, the par value of the amount of 
railway capital outstanding, according to the returns of 
the companies filing reports with the Commission, was 
$17,487,868,935. Of this amount, $13,711,867,733 was out- 
standing in the hands of the public, representing a capi- 
talization of $59,259 per mile of line, 

Of the total capital outstanding, there existed as 
stock $7,686,278,545, of which $6,218,382,485 was common 
and $1,467,896,060 was preferred; the remaining part, 
$9,801,590,390, represented funded debt, consisting of 
mortgage bonds, $6,942,012,066; collateral trust bonds, 
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$1,147,377,191; plain bonds, debentures and notes, $803,- 


537,301; income bonds, $284,497,531; miscellaneous obli- 
gations, $316,297,248, and equipment trust obligations, 
$307,869,061. 


Of the total capital stock outstanding, $2,766,104,427, 
or 35.99 per cent, paid no dividends. The amount of 
dividends declared during the year (by both operating 
and lessor companies) was $321,071,626, being equivalent 
to 6.53 per cent on dividend-paying stock. No interest 
was paid on $718,351,332, or 7.57 per cent of the total 
amount of funded debt outstanding, omitting equipment 
trust obligations. 


Public Service of Railways. 


The number of passengers carried during the year 
ending June 30, 1909, was 891,472,425. The correspond- . 
ing number for the year ending June 30, 1908, was 
800,009,574. The increase in the number of passengers 
carried during the year over 190% was 1,462,851. 

The number of passengers carried one mile, or the 
passenger mileage, as compiled for 1909, was 29,109,322,- 
589. The corresponding return for 1908 was 26,485,645 
less. The number of passengers carried one mile per 
mile of road was 127,299. 

The number of tons of freight shown as carried 
(including freight received from connections) for the 
year ending June 30, 1909, was 1,556,559,741, while the 
corresponding figure for the previous year was 1,532,- 
981,790, the increase being 23,577,951 tons. 

The ton-mileage, or the number of tons carried one 
mile, as shown for the year ending June 30, 1909, was 
218,802,986,929 ton-miles. The total ton-mileage as re- 
ported for the year ending June 30, 1908, was 218,381,- 
554,802, from which it will be seen that the increase in 
the ton-mileage for the year ending June 30, 1909, over 
the return for 1908, was 421,432,127. The decrease in 
the number of tons carried one mile in 1908 under 1907 
was 18,153,419,370. The number of tons carried one 
mile per mile of road for the year 1909 was 953,986. 

The average receipts per passenger per mile, as 
computed for the year ending June 30, 1909, were 1.928 
cents; the average receipts per ton per mile, 0.763 cent 
The passenger service train revenue per train-mile was 
$1.26.958; the freight revenue per train-mile was 
$2.76.450. The average operating revenues per train- 
mile were $2.16.789. The average operating expenses 
per train-mile were $1.43.370. The ratio of operating ex: 
penses to operating revenues was 66.16. per cent. 

Revenues and Expenses. 


It should be noted that the following figures under 
the heading of revenues and expenses exclude returns 
for a few small roads because of deficiencies in their 
reports. For the year ending June 30, 1909, the operat- 
ing revenues of the railways in the United States (aver- 
age mileage operated, 232,981.11 miles) were $2,418,677,- 
538; their operating expenses were $1,599,443,410. The 
corresponding returns for 1908 (average mileage oper- 
ated, 227,257.02 miles) were: Operating revenues, $2,393,- 
805,989, and operating expenses, $1,669,547,876. The fol- 
lowing figures present a statement of the operating 
revenues for 1909 in detail: 


Freight revenue ......-.+e-seee cece reese ccceeececens $1,677,614,678 
PASSENBEF TEVENUC ... 2... - cece cece nec eeeeeecereeens 63,609,342 
Mail revenue ....--eeeeeeeeeee dD nclabadads itatees 49,380,783 
EEXpreSS T@VENUC «2... . eee eee ese eect e ee eeeeeeeenes 59,647,022 
Excess baggage revenue and milk revenue (on pas- 

gS re eee eee 13,694,171 
Parlor and chair car revenue and other passenger- 

SN OEE 6 Vaceid 9s 9 pep be hy os beb.c'te bate de coset 3,989,612 
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Special service train revenue and miscellaneous 
transportation revenue ..........cecseseeTecsecs 


Total revenue from operations other than trans- 
portation 


b cnek eee bateen we Eade 66 ea ew ke og bewns 6 19,756,577 
Joint facilities revenue—Dr................ccceeeeece 500.301 
Joint facilities revenue—Cr..............ceeeeeeeees 2,052,548 

Total operating revenues. .............ccccceccces $2,418,677. 38 


The operating revenues averaged $10,381 per mile 
of line. 

Operating expenses, as assigned to the five general 
classes, were: 


Maintenance of way and structures................, $ 308,450,105 
Maintenance of equipment 





363,912,886 

ey SEED Fc hana fete ok cco koe dd Ode oiSecccak awe 49°287 148 
FO. CIID oi. ook a dkinsd 4 0 he 2.e etemiee beeke 814,088,149 
EI nos nc ap ccc in ace tuen nosed wanes 63,677,378 
Total operating expenses (including $27,744 un- . aes 
PNET SU Ro cece F.cte bate wetebwebicecheccd $1,599,443 410 


The operating expenses averaged $6,865 per mile 
of line. 

There is given below a condensed income account 
and profit and loss account of operating roads, which 
is followed by a similar statement for leased roads. The 
accounts of the former include both operating and finan- 
cial transactions, while the accounts of the latter are 
confined for the most part to moneys received and paid 
under contracts and agreements. For a number of 
items, such as dividends, taxes, etc., both statements 
must be taken into consideration in order to learn the 
aggregates of such items for the railways of the United 
States. Thus the aggregate of dividends declared during 
the year, $320,890,830, here stated, includes those de- 
clared out of current income and those declared from 
surplus both by the operating roads and by the leased 
roads. In connection with a summary for the report, 
it appears that the aggregate amount of dividends de- 
clared includes about $84,000,000, and the aggregate 
amount of interest accrued about $18,000,000, payable by 
various companies to other steam railway companies re- 
porting holdings of their securities. 


Operating Roads. 
Income Account— 
Rail operations: 
Operating revenues .........--.e00+> $2,418,677,538 
Operating eXPeNSeS ........eeeeeeees 1,599, 443,410 





DURE GOTALIAN TOVOTUG, 635 onc ec ccicccveccwcveces $819, 234,128 
Outside operations: 
BTL nga éov cotoe ss ee aaea gers y oes $54,527,763 
ee a POO COLT OEE ee PT TOLER 50,590,794 
Net revenue from outside operations........... 3,956,969 
SE SE SONI o's h.9 0-05 0's 0c k00'6 ech onsecesas $823,171,097 
DR A in CAKE 5d 9d 44 05 6S CS oe Fe Heeb ED EEC Cees 85,139,554 
i SE COC cad wae dldenewensceve tunes $738,031,543 
EID ok Rak WE Kbk do acee <dbedewah east di 199,041,118 
GORE GCOUPOTAIS INGOMIOs 20.06 ccc ccciccccccvecces $937,072 661 
Deductions from gross corporate income........... 548,908,546 
IGE Gonmvtite WMOCMIML.. bie oka So eicc se deci ce $388, 164,115 
Disposition of net corporate income: 
Dividends declared from current in- 
CN as a Wecesiats sini Gils ote caneeis 8b Res $233,069,739 
Additions and betterments charged 
Rg oe és icaicd onde baad De te 23,675,622 
Appropriations to reserves and mis- 
OD SCMUIE hos Sab cWdvccdeeces 20,632,513 
BD  ceeiechted bars + Vk Chea 6 Fa ged 660 h0 eps 6 ebh ESO. 277,377,674 
Balance to credit of profit and loss............. $110,786,441 
Profit and Loss Account— ss 
Credit balance on June 30, 1908.............00ececes $720, 423,740 
Credit balance for year 1909 from income account.. 110,786,441 
Te Te a ee ee eo areas ee Sey $831,210, 181 
Dividends declared out of surplus................... 38,973,760 
I inh t ae Sin tidak Gia HEE oid 04% 2 Llavie’ avis $792,236,421 
Other profit and loss items—debit balance.......... 23,708,018 
Balance credit, June 30, 1909, carried to balance 
“Bree BE RR eA gah "Bata a ee Ol Sati eared $768,528, 408 
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Leased Roads, 


Income Account— ee f 
Gross income from lease of road....... $116,533,953 


Salaries and maintenance of organiza- 
TIOTL ccocccccssseereeeesessessseseseses 


ion $ 406,509 
TAXCS ACCTUCH cee cceeceeeseseveneececes 


5,389,460 


Net income from lease Of road........ee-e eevee $110,738,184 
3,77 














Other INCOMES 2... ccccccccccescvsscceveseccssesesesss 8,493 
Gross corporate incOMe .........cecereeecceeece $114,516,677 
Deductions from gross corporate income............ 61,618,049 
Net COPPOTETO TRCOMIC.... asc cccccccoscccncrccesce $52,898,628 
Lisposition of net corporate income: 
Dividends declared from current in- : 
COME ceccveecevetenrerseessseesesene $34,617,102 
Additions and betterments charged to 
COMCG@ «~ceceeese eerste eeesesseeeseses 1 257/633 
Appropriations to reserves and mis- 
A SD < Sc 894 6 0 Fens beeen ee9 357,808 
DORE Field coke ob Ua bs oe Oks a bade Fhe Ci eme 36,232,543 
Balance to credit of profit and loss............. $16,666,085 
Profit and Loss Account— 
Credit balance On June 30, TD08. ... kc ccccecsecwccces $25,406,156 
Credit balance for year 1909 from income account.. 16,666,085 
RL peas Oe Powe Fin aN iyo wh cdacewerbwe kegs o8ek $42,072,241 
D is declared Out of surplus. .......cccceccccces 14,230,229 
EIT ORE ais cbt once ees a eee we + 4d Ben eae boned-< $27,842,012 
O rofit and loss items—credit balance......... 6,715,969 
Balance credit, June 30, 1909, carried to balance 
SIND Sia a aes «6 Bic tate bb eddie wn SOC Beeb inden $54,557,981 


The complete report will include a summary show- 
ing the total taxes and assessments of the railways of 
the United States by states and territories; 
analysis showing the basis of assessment. 


also an 


Railway Accidents. 

In their annual reports to the Interstate Commerce 
Commission, carriers have included returns for casual- 
ties to passengers, employes, trespassers and other per- 
sons. The following figures are therefore not comparable 
with details in the Commission’s Accident Bulletins, 
based on monthly reports, since the latter relate chiefly 
to casualties to passengers and to employes. while on 
duty on or about trains. 

The total number of casualties to persons on the 
railways for the year ending June 30, 1909, was 104,348, 
of which 8,722 represented the number of persons killed 
and 95,626 the number injured. Casualties occurred 
among three general classes of railway employes, as 
follows: Trainmen, 1,344 killed, 29,118 injured; switch 
tenders, crossing tenders, and watchmen, 93 killed, 507 
injured; other employes, 1,173 killed, 45,381 injured. The 
casualties to employes coupling and uncoupling cars 
were: Killed 155, injured 2,382. The casualties connected 
With coupling and uncoupling cars are assigned as fol- 
lows: Trainmen, killed 137, injured 2,271; switch tenders, 
crossing tenders and watchmen, killed 4, injured 35; 
other employes, killed 14, injured 76. 


The casualties due to falling from trains, locomo- 


tives, or cars in motion were: Trainmen, killed 295, 
injured 4,433; switch tenders, crossing tenders and 


watchmen, killed 1, injured 56; other employes, killed 
dl, injured 494. The casualties due to jumping on or 
off trains, locomotives or cars in motion were: Train- 
men, killed 84, injured 4,135; switch tenders, crossing 


senders and watchmen, killed 6, injured 64; other em- 


Dloyes, killed 42, injured 487. The casualties in the 
Same three classes of employes in consequence of colli- 
Sions and derailments were: Trainmen, killed 389, in- 
jured 3,159; switch tenders, crossing tenders and watch- 


en, killed 1, injured 20; other employes, killed 70, in- 
Nured 515, 
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The number of passengers killed in the course of 
the year 1909 was 253 and the number injured 10,311. 
During the previous year 381 passengers were killed 
and 11,556 injured. There were 86 passengers killed and 
4,805 injured because of collisions and derailments. The 
total number of persons other than employes and passen 
gers killed was 5,859, injured 10,309. These figures in- 
clude the casualties to persons trespassing, of whom 
4,944 were killed and 5,759 were injured. The total 
number of casualties to persons other than employes 
from being struck by trains, locomotives or cars was 
4,647 killed and 4,609 injured. The casualties from this 
cause were: At highway crossings, passengers killed 2, 
injured 3, other persons killed 733, injured 1,830; at 
stations, passengers killed 30, injured 67, other persons 
killed 431, injured 517; at other points along track, 
passengers killed 1, injured 12, other persons killed 
3,450, injured 2,180. The ratios of casualties indicate 
that 1 employe in every 576 was killed and 1 employe 
in every 20 was injured. With regard to trainmen— 
that is, enginemen, firemen, conductors and other train- 
men—it appears that 1 trainman was killed for every 
205 employed and 1 was injured for every 9 employed. 

In 1909, 1 passenger was killed for every 3,523,606 
carried, and 1 injured for every 86,458 carried For 
1908 the figures show that 2,335,983 passengers were car 
ried for 1 killed, and 77,017 passengers were carried for 
1 injured. With respect to the number of miles traveled 
the figures for 1909 show that 115,056,611 passenger- 
miles were accomplished for each passenger killed, and 
2,823,133 passenger-miles for each passenger injured. 
For 1908 the figures were 76,332,905 passenger-miles for 
each passenger killed, and 2,516,687 passenger-miles for 
each passenger injured. 

The total number of casualties to persons reported 
by switching and terminal companies for the year end- 
ing June 30, 1909, was 1,077, of which 102 represented 
the number killed and 975 the number injured. These 
casualties occurred among the following classes: Em- 
ployes, killed 49, injured 845; passengers, killed 1, in- 
jured 22; other persons killed 52, injured 108. The 
corresponding fiXures for 1908 were, total number of 
casualties, 1,129, of which 125 represented the number 
killed, and 1,004 the number injured. These casualties 
occurred among the following classes: Employes, killed 
65, injured 880; passengers, killed 2, injured 36; other 
persons killed 58, injured 88. 


TRANSPORTATION MEN ENJOY OUTING. 

Reports of the outing to Milwaukee taken by mem- 
bers of the Chicago Transportation association Monday 
are all to the effect that the participants had a most 
enjoyable time. As mentioned in the last issue of THE 
TRAFFIC WorLD, the trip was via the Goodrich line 
steamer “Christopher Columbus.” Upon arrival at the. 
Cream City, the Chicago body was met by the Milwau- 
kee Transportation association and a trip made to White- 
fish Bay. A special program was arranged for the bene- 
fit of the visitors. In addition the Chicago association 
also arranged special features and a varied program 
on the boat. 


SERVICE MUCH APPRECIATED. 

“We are regular subscribers for The Traffic World 
and appreciate the publication very much.”—Nordyke & 
Marmon Co., Indianapolis, Ind., Mill Machinery and Mo- 
tor Cars. 












LEGAL DEPARCDYENT 


In this department we shall answer simple questions re- 
lating to the law of interstate transportation of freight. It is 
available both to those who are members of the Traffic Service 
Bureau and those who are not. Readers are particularly in- 
vited to write for advice on specific subjects covering the Act 
to Regulate Commerce and the decisions of the courts and the 
Interstate Commerce Commission thereunder. 

Address Legal Department, The Traffic Service Bureau, 
Washington, D. C. 





Ohio.—‘*We purchased at A. a car of iron with in- 
structions to ship to B., f. o. b..destination, making P. & 
R. delivery, as the shipper takes both P. & R. and Penn- 
Sylvania delivery. The shipment originated with the 
Cent. Vt. R. R., consigned to B., but no route, however,: 
being shown on the bill of lading. The car arrived at 
B., over the L. V., which road was unable to effect de- 
livery through the P. & R., because an embargo had 
been placed against the consignee, and delivery had to 
be made through the Pennsylvania. On account thereof, 
a higher rate was charged and demanded from the con- 
signee, which the carrier claims the consignee refused 
to pay, but which the consignee denies. The carrier 
thereupon unloaded the car and placed the shipment 
in storage, where it has remained until the accumulated 
charges now almost equal the value of the goods. Was 
it the duty of the carrier to effect delivery and adjust 
the claim for a higher rate afterward on its merits?” 

Your bill of lading not specifically stating the rout- 
ing, the carrier might route freight passing beyond its 
own lines over any convenient line which would be the 
most direct and cheapest route, and the L. V. did not 
err in making delivery over the Pennsylvania, instead of 
the P. & R., and particularly so if the latter had placed 
an embargo against the consignee. If, because of this 
delivery, an additional expense was legally incurred, the 
earrier could look to the consignee for the payment of 
the same, and, if such charges were not paid, the last 
of the carriers of a continuous shipment by several con- 
necting carriers has a lien on the goods for all unpaid 
freight charges. The carrier by virtue of such lien has 
the right to retain possession of the goods until the 
charges are paid, and may store them in its own ware 
house, and have an additional lien for its storage 
charges. There was no legal duty on the part of the 
carrier to first deliver the goods, and then afterward 
to await an adjustment of the claim on its merits. 

ok cd bd 

Virginia.—“The agent of N. G. railroad at station A 
issued bill of lading showing his station as shipping 
point without noting thereon that the shipment actually 
originated at B, a non-agency point beyond his station. 
The shipper sold the goods f. o. b. cars at shipping 
point, and the consignee paid the consignor on the basis 
of shipment from station A, as indicated in the bill of 
lading. On arrival of the shipment, the carrier’s charges 
were assessed on the basis of the actual rate from sta- 
tion B. Can we be lawfully reimbursed by the carrier 
for this difference?” 

The facts that you present would appear on the 
face that either the shipper or the carrier’s agent, or 
both, had committed a misdemeanor, in violation of sec- 
tion 10 of the Act, in that they were guilty of false 
billing of the shipments in question. Before the Inter- 
state Commerce Commission, the rule of law is that not 

the bill of lading but the tariffs on file determine the 
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legality of a rate, and if the goods actually moved from 
B, that then the published rate between B and the point 
of destination will be the legal and collectible one. 

But, as between the initial carrier and consignee. 
the latter acting in good faith, the bill of lading is q 
contract, and its terms binding upon the parties thereto, 
In consequence, if the consignee was misled by its pro- 
visions, and suffered any damage thereby, it would ap- 
pear as if an action would lie against either the carrier 
or shipper; such action, however, being brought in some 
court having competent jurisdiction, and not before the 
Interstate Commerce Commission. 


ok * * 
Wisconsin.—“Our plant is located in G., near the 
N. & O. railroad. We desire switch connections, and 


have applied to the railroad for the same. They de. 
clined to make such connections, unless we stipulated 
that the switch will not be used for certain articles that 
we use in our business. Do you believe that the Inter- 
state Commerce Commission would grant us any 
in the event that we file a complaint with it?” 


relief 


The Act provides that if any carrier fails to install 
and operate any switch connections with any shipper 
tendering interstate traffic for transportation, after said 


shipper has in writing made application to the carrier 
therefor, that the shipper may proceed by complaint be- 
fore the Commission to compel the carrier to construct 
and maintain the same. In the operation of 
switch, the carrier has no right to dictate what 
should move over the switch connections, except 
far as to protect itself against explosive or other highly 
dangerous articles of transportation, and for the carrier, 
in this instance, to refuse to do so, seems to constitute 
unjust discrimination in violation of the Act. 
* * o* 


California—“What do you think of a regulation of 
the carriers, in this city, which makes it necessary for 
the consignee to unload his own freight moving in car 
load lots?” 

The Interstate Commerce Commission has 
passed upon this point, in the case of the Wholesale 
Fruit and Produce Asso. vs. A. T. & S. F. Ry. Co., | 


such 
article 


in so 


already 


I. Cc. CG, 410. In that case the Commission held 
that rules and regulations prescribing who should load 
and unload cars of freight were rules and regulations 


which affect rates and were within the control of the 
Commission under section 10 of the Act. Further, thal 
there was no absolute duty on the part of the carriers 
to unload carload freight, nor could any general invali- 
able rule be laid down applying to all carload business, 
but that the regulations must vary in different localities 
and with different commodities. However, the Commis 
sion further held that it was unreasonable to require 4 
consignee to go into a car to get his freight, whethe? 
the entire car was owned by ore consignee or by everal, 
and that delivery in all cases should at least be made 
at the car doors. 


IN A CLASS BY ITSELF. 

“We take this opportunity of expressing the high 
value at which we hold The Traffic World and congratl’ 
late you on the high standard to which you have brougitt 
the publication, which is in a class by itself.”—J. 3. Ford 
Co., Wyandotte, Mich., Chemicals. 
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LEADING COMMERCIAL AND 
TRAFFIC ORGANIZATIONS 


The National Industrial Traffic League. 
Object—The object of this league is 
to interchange ideas concerning traffic 
matters, to co-operate with the Inter- 
state Commerce Commission, state rail- 
road commissions and transportation 
companies in promoting and securing 
better understanding by the public and 
the state and national governments of 
the needs of the traffic world; to secure 
proper legislation where deemed neces- 
sary, and the modification of present 
laws where considered harmful to the 
free interchange of commerce; with the 
view to advance fair dealing and to 
promote, conserve and protect the com- 
mercial and transportation interests. 
Membership—Those eligible as members 
are traffic directors, managers, com- 
missioners or other officials in charge 
of traffic of industrial or commercial 
organizations and traffic officers of rep- 
resentative shipping concerns in the 
United States. 

Officers 
J. C. Lincoln, President 
Comm’r Merchants’ Exchange Traffic 
Bureau, St. Louis, Mo. 
W. M. Hopkins; Vice-President 
Mgr. Transp. Dept. Board of Trade, 
Chicago, Tl. 
W. E. Cooke, Secretary-Treasurer 
T. M. Automatic Electric Co., Chi- 
cago, Ill. 


ILLINOIS. 

Lake County Manufacturers’ Association, 
E. P. Sedgwick, Pres., Waukegan. 

National Association of Agricultural Im- 
plements and Vehicle Manufacturers, 
W. J. Evans, Sec., Chicago. 

Sterling Manufacturers’ and Shippers’ As- 
sociation, in charge of traffic of indus- 
tries at Sterling and Rock Falls, IIL, 
EF. F. Lawrence, Pres., W. K. Palmer, 
Vice-Pres., J. W. Platt, Sec. Treas., W. 
E. Long, T. M 


MINNESOTA. 


Northern Pine Manufacturers’ Assocla- 
tion, J. E. Rhodes, Sec., Minneapolis. 


MISSOURI. 


Business Men’s League, P. W. Coyle, 
Comm’r, 614 Bank of Commerce Bldg., 
St. Louis. 

Commercial Club, F. W. Maxwell, Comm’r, 
St. Joseph. 

Kansas City Transportation Bureau of the 
Commercial Club, H. G. Wilson, Trans. 
Comm’r, 105-6-7 Board of Trade Bldg., 
Kansas City. 


NEW YORK. 
Albany Chamber of Commerce, Wm. B. 
Jones, Sec., 95 State St., Albany. 
Natlonal Wholesale Grocers’ Association, 


A. H. Beckman, Sec., 6 Harrison St., 
New York. 


OHIO. 


Cleveland Chamber of Commerce, Munson 
Havens, Sec., Cleveland. 


WISCONSIN. 


Merchants’ and Manufacturers’ Associa- 
tion, Wm. G. Bruce, Sec., 46 University 
Bldg., Milwaukee. 


TRAFFIC CLUBS 


The Traffic Club of New York, Chas. F. 
Moore, Pres.: C. A. Swope, Sec. 

The Traffic Club of Chicago, John T. 
Stockton, Pres. Guy S. McCabe, Sec. 

The Traffic Club of Philadelphia, Edw. 

~ night, Pres. H. C. Trumbower, Sec. 
The Traffic Club of St. Louls, Geo. J. 
lausey, Pres. A. F. Vessen, sec. 

The Traffic Club of Pittsburg, C. S. Bel- 

PF ing, Pres. T. J. Walters, Sec. 

he Transportation Club of Indianapolis, 
\.. J. Blakey, Pres. L. E. Stone, See. 

The Transportation Club of Louisville, 
hl Brandeis, Pres. W. E. Cham- 
ers, See. 

The Transportation Club of Toledo, J. F. 

r ‘yan, Pres. K. D. Kielholtz, Sec. 

he Traffic Club of St. Paul, J. R. Jones, 
Pres. A. L, ‘Bowker, Sec. 


The Traffic Club of Newark, Chas. Mil- 
bauer, Pres. E. G. Weil, Sec. 


Decarie 
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COMPLAINTS BEFORE COMMISSION . 


Digest of Petitions Lodged with Interstate Commerce Board During 


Past Week 


Barr Chemical Works, The, of Mil- 


waukee, Wis., vs. P. & R., Erie, 
B. & M., Cent. Vt., Grand Trunk 
and Grand Trunk Western (3387). 

Complainant alleges that on va- 
rious dates it made several ship- 
ments of chemicals to various 
points on which it was charged 
rates that were unreasonable, ex- 
cessive and unjust. 

Complainant prays that after due 
hearing and investigation defend- 
ants be made to answer. such 
charges and asks reparation in the 
sum of $28.65. 


Browne Grain Co. of McKinney, Tex., 


vs. Ft. Worth & R. G., St. L. & S. 
F. and C. R. I. & P. (3386). 
Complainant alleges that on Oct. 
29, 1909, it had shipped from Alex- 
ander, La., to Brownwood, Tex., 
14,700 Ibs. of bale corn husks, and 
when the same arrived at destina- 
tion it was charged a minimum of 
20,000 Ibs., at a rate of 56c per 
100 Ibs., charges collected $112. 
Complainant claims that rate 
charged by defendants is unreason- 
able, excessive and unjust and 
prays that after due hearing and 
investigation defendants be made 
to answer such charges, and to 
cease and desist from said viola- 
tion, and asks reparation in the 
sum of $82.60. 
Incinerator Co., The, vs 
Minn. & St. L, Ill. Cent., Union 
Pac. and Sou. Pac. (3398). 
Complainant alleges that on July 
23, 1909, it shipped one carload of 
structural steel and parts, weight 
37,500 lbs., from Hopkins, Minn., 
to Sacramento, Cal., charges col- 
lected $678.75. Complainant claims 
that the rate charged by defend- 
ants is excessive, unreasonable and 
unjust and prays that after due 
hearing and investigation defend- 
ants be made to answer such 
charges and asks reparation in the 
sum of $378.75. 


Goldenburg, Chas., of Philadelphia, 


Pa., vs. Clyde S. S. Co. (3393). 

Complainant alleges that on Oct. 
23, 1908, he had shipped from 
Crowley, La., to himself at Phila- 
delphia, Pa., 597 pockets of rice. 
Complainant alleges that he re- 
ceived notice of the arrival of such 
shipment on Nov. 7, 1908, and had 
until 6 o’clock p. m. on Nov. 12, 
1908, in which to remove same. 
Complainant claims that the de- 
fendant, contrary to the _ rules, 
placed shipment in warehouse, 
and by so doing he was compelled 
to pay charges in the extent of 
$52.24. 

Complainant prays that after due 
hearing and investigation defend- 
ant be made to answer such 
charges and to cease and desist 
from said violation and asks rep- 
aration in the sum of $52.24, with 
interest from Nov. 16, 1908. 


Chas. E. Outterson, attorney, 408 
Drexel Bldg., Philadelphia, Pa. 


Norman Lumber Co. and other com- 


panies of Louisville, Ky., vs. L. & 


N., and various other railroads 
(3388). 
Complainants allege that the 


rates charged by defendants on 
lumber from southern points to 
Louisville, Ky., are unreasonable, 
unfair and excessive, and also the 
rates from St. Louis, Mo., to points 
north of the Ohio river. 

Complainants pray that defend- 
ants be made to answer such 
charges, and that after due hear- 
ing and investigation to cease and 
desist from said violation, and to 
put in force more reasonable and 
just rates. 

McChord, Hiner & Norman, at- 
torneys for complainants, Louis- 
ville, Ky. 


Railroad Commission of Arkansas of 


Little Rock, Ark., vs. St. L. I. M. 
& S. (3390). 

Complainant alleges that the de- 
fendant is discriminating at Fort 
Worth, Ark., in the matter of 
switching cars from various firms 
and that they have adopted a gen- 
eral policy of accepting or declin- 
ing arbitrarily and according to its 
fancy interstate shipments on its 
public side tracks, and particularly 
at Little Rock, Ark. 

Complainant prays that after due 
hearing and investigation defend- 
ants be made to answer such 
charges and to cease and desist 
from said violation and for such 
other or further orders as the Com- 
mission may deem necessary in 
the premises. 

Wm. A. Falconer, D. Works, Jr., 
attorneys for complainant, Fort 
Smith, Ark. 


Roberts Cotton Oil Co. vs. Ill. Cent., 


B. & O. S. W. and C. C. C. & St. 
L. (3394). 

Complainant alleges that the 
rate of 14c per 100 Ibs., charged 
by defendants for the transporta- 
tion of cotton seed oil from Cairo, 
Ill., to Louisville, Ky., is unjust, 
unreasonable and excessive. Com- 
plainant claims that a just and 
compensatory rate for the services 
performed should not exceed 10c 
per 100 lbs. 

Complainant prays that after due 
hearing and investigation defend- 
ants be made to answer such 
charges and to cease and desist 
from said violation and to put in 
force more reasonable and just 
rates. 

Maiden & McAdoo, attorneys for 
complainant, 406-7-8-9 Memphis 
Trust Bldg., Memphis, Tenn. 


Stacey, E. P., & Sons, of Minneap- 


olis, Minn., vs. C. B. & Q., M. & 
O., Minn, & St. L., Ia. Cent., Wa- 
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bash, Ill. Cent., C. M. & St. P. 
(3391). 

Complainant alleges that during 
the months of July, 1908, and July, 
1909, it shipped 12 carloads of to- 
matoes, from Humboldt, Trenton, 
Fruitland and Jackson, Tenn., to 
Minneapolis, Minn., on which de- 
fendants assessed charges on the 
basis of a minimum weight of 24,- 
000 Ibs., rate 47.7c. 

Complainant claims that the rate 
of 47.7c charged and collected by 
defendants is unreasonable, excess- 
ive and unjust and prays that after 
due hearing and investigation de- 
fendants be made to answer such 
charges and asks reparation in the 
sum of $147.14, with interest at 
the rate of 6 per cent per annum, 
from date bills were paid. 

Leonard Brisley, attorney for 
complainant, 452 Security Bldg. 
Minneapolis, Minn. 


Standard Gilsonite & Asphaltum Co. 


The, of Grand Junction, Colo., vs. 
The Uintah Ry. Co. (3389). 
Complainant alleges that the 
rates charged by defendant on gil- 
sonite, wares and merchandise, be- 
tween Mack and Dragon, Colo., is 
40c per 100 lbs., which complain- 
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ant claims is unreasonable, excess- 
ive and unjust. ; 

Complainant prays that the Com- 
mission may compel defendant 
to cease and desist from charging 
such rate and to put in force and 
apply as maxima a rate not to 
exceed 20c per 100 Ibs. 

Geo. R. Rhone, Geo. Bullock, at- 
torneys for complainant, Grand 
Junction, Colo. 


Vollmer & Below Co. of Marshfield, 


Wis., vs. Nor. Pac. and M. St. P. 
& S. S. M. (3392). 

Complainant alleges that on July 
10, 1909, it shipped from Stillwater, 
Minn., to Medford, Wis., one trac- 
tion engine and accessories, weight 
37,490 lbs., rate charged by defend- 
ants 21c, charges collected $79.67. 
Complainant alleges that defend- 
ants are now seeking to make an 
additional collection of $11.38, mak- 
ing a through rate of 24c per 100 
Ibs. 

Complainant claims that at the 
time of above shipment there was 
a joint through rate in effect of 
17.5c. 

Complainant claims that charg- 
ing a higher rate than 17.5c is ex- 
cessive, unreasonable and unjust, 
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and prays that after due hearing 
and investigation defendants he 
made to answer such charges and 
to cease and desist from said vio. 
lation and to put in force more 
reasonable and just rates and asks 
reparation in the sum of $13.27. 
F. Vollmer, president. 


Winnfield Commercial Club of Winn. 


field, La., vs. C. R. I. & P., Ill. 
Cent. and other roads (3385). 

Complainant alleges that the 
rates charged by defendants on 
classes and commodities from St. 
Louis, Mo., to Winnfield, La. are 
unreasonable, excessive and unjust 
because the rates from St. Louis 
to points further south are more 
reasonable and just and are made 
on the basis of 5c carload and 10c 
less than carload less than Winn- 
field. 


Complainant prays that after due 
hearing and investigation defend- 
ants be made to answer such 
charges and to cease and desist 
from said violation and to put in 
force more reasonable and _ just 
rates. 

Wallace & Moss, attorneys for 
complainant, Winnfield, La. 








Mr. Barlow in 1907 


H. C. Barlow, traffic director of the Chicago Associa- 
tion of Commerce, made an address before the Traffic 
Club of Chicago in 1907 that is worthy of reconsideration. 

At the moment his utterances were in some quarters 
regarded as radical. Time has, however, proven that his 
sentiments, while frank, were voiced in kindness and 
simply in touch with public feeling. Looking at the con- 
ditions as they are now, it can be seen at once that he 
was a clear reader of the necessity for the changes that 
have since been brought about. Legislation of some posi- 
tive character was in reality imperative to save the rail- 
ways from themselves—or, in other words, those who 
could exploit them for their own selfish reasons. 

We quote from his speech as follows: 

“The people cannot dispossess themselves of the 
right to regulate the railroads should they desire to do 
so. That right is as old and as fundamental as law it- 
self, and it is a right which the people must exercise, 
whether they would or not. 

“We cannot regard the railroads as gifted with any 
supérnatural rights which supersede the rights of the 
people they serve, but it must be recognized that they 
are public servants, subject to the will of the public. 

“If the railroads are to be saved from themselves 
and if commerce and the railroads are to be saved from 
the mob, co-operation between the shippers and the rail 
roads is necessary. 

“The success of the railroads depends more upon 
commerce, infinitely more, than the success of commerce 
depends upon the railroads.” 

In speaking of co-operation between the two interests 
Mr. Barlow declared it could exist only upon the recog- 
nition that the railroads are a part of the general com- 
munity. 

“The people,” he said, “do not desire to dictate en- 
tirely how the business of the railroads shall be run, but 





the shippers do insist that when you are contemplating 
action of great importance to us you shall consult with 
us before such action is taken. 

“For example, you should not without conference 
decide to close the freight houses of this city half an 
hour earlier than they have been closed for more than a 
quarter of a century without meeting us like men and 
discussing the question. 

“Some time ago there came like a thunderbolt out 
of a clear sky the announcement of the cancelation of 
all reciprocal switching arrangements. Is that justice? 
Will anyone deny that this was unfair, unreasonable and 
should not have been done without full conference with 
the shippers? 

“You cannot expect successfully to appeal to the 
country when you continually, from caprice or whim or 
desire to gain some advantage, and often without any 
material increase in your revenues, disrupt arrangements 
which have been in effect for years. The trouble is that 


we are constantly sticking pins into each other instead 
of trying to recognize and conserve each other’s rights.” 
W. B. B. 


AUTHORIZES ISSUANCE OF DEBENTURE BONDS. 


Albany, N. Y., July 22.—The public service commis- 
sion, second district, has authorized the Lehigh Valley 
Railway company to issue its 5 per cent debenture 
bonds in repayment, so far as same can be applied, to 
the Lehigh Valley Railroad company, for advances made 
by that company. The railway company is the New York 
state and the railroad company the Pennsylvania cor- 
poration. The railway company is the owner of a rail- 
road extending from Buffalo to the Pennsylvania state 
line near Sayre, and leased to the Lehigh Valley railroad 
company for a period of 999 years. The indebtedness 
was created during the years 1908, 1909 and up to June 
30, 1910, for improvements and betterments on the |ines 
of the Lehigh Valley railway company. 
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NEWSPAPER COMMENT 





On Railway and Other Questions of National and Local Interest. 


Like the swing of the pendulum and the ebb and 
flow of the ocean tides, recur the periods of the rise 
and fall of prices. ’ 

The periods of high prices and the periods of low 
prices have respectively their distinctive advantages and 
drawbacks. 

Somehow the complaint of the losers is always louder 
than the satisfaction of the gainers. 

High prices or low, the discontent is always vocal. 

At periods of low prices there is the complaint of 
dull times from the producers and wage-workers; when 
high prices rule, the angry voice of the consumer is heard 
in the land. 

In 1879 and in 1897 low prices ruled, and there was 
a chorus of complaint; in 1869-73 and in 1890-93 prices 
were up again, and again they complained. 

And for the past year or so there has been a terrible 
outcry against the high prices, as if they were an evil 
per se and with no compensating or correlative gain to 
anybody. 

But the farmer is thriving like the green bay tree, 
and we hear no complaint that the price is high from 
the fellow who does the selling. 

But the general rise and fall of prices is rhythmic 
and automatic, one period following the other with tidal 
certainty, if the teaching of history is to be relied upon. 

There are unmistakable signs that the upward gen- 
eral trend of prices in this country has reached its 
height, and that the decline to the normal is setting in. 

Wholesale prices have begun to fall, and retail prices 
will follow. 

For the ultimate consumer this will be good news— 
unless, perhaps, he is a very ardent democrat. 

In that case falling prices will deprive him of the 
luxury of pointing at high prices as the iniquitous resul: 
of the Payne tariff. 

If prices come down, and they are clearly inclining 
that way, in spite of the Payne tariff, how in the world 
are our democratic friends going to crawl out of their 
theory that the Payne tariff causes the high prices? 

It would be just like the pesky republicans to start 

theory that the tariff lowered the prices —Oklahoma 
state Capital. 

* * * 

The government crop bulletins place Texas in the 
third place in the matter of corn acreage, giving Illinois, 
With 10,609,000 acres, first place, and Iowa, with 9,476,000 
acres, in second place. Texas is credited with 8,965,000 
acres in maize. This is by far the largest acreage ever 
planted in Texas the estimates last year being 8,150,000 
acres. The crop condition is also reported higher this 
year than last so that it is now safe to say that Texas 
will have the largest yield in its history. 

That the crop shows a better average condition than 
year may doubtless be attributed in part at least 
‘o better methods of cultivation and the work of the 
Texas Boys’ club movement. This increase in corn 
acreage should lead to an increase in pork production, 


last 


as well as cut off the drain on the state through the 
introduction of corn from other states to meet the de- 
mand for feed. 

Of the increased acreage this section of the state 
has no small part. As the corn acreage in Jefferson 
and adjoining counties was last year larger than ever 
before, so it is this year nearly double what it was last 
year, and the crop condition is even better than last 
year. It will be a good corn year and there should be 
a great saving to this section in the matter of feed bills. 
—Beaumont (Tex.) Daily Enterprise. 

* * a 


About this time in every even numbered year the 
Democratic party sweeps the country. In July, 1906, 
they carried the House of Representatives. Bryan had 
himself elecetd in July, 1908, or said he had. And his 
campaign managers conceded that he was correct. An 
interview of this cheerful sort has just been given out 
in New York by a Democratic leader. He says the re- 
publicans are split into factions; that the democrats are 
harmonious; that they will carry the House of Repre- 
sentatives in November, and make a gain of five or six 
senators; that in the House of the coming Congress the 
democrats will pass a tariff bill which will reduce the 
duties to a revenue basis; that they will cut down ap- 
propriations to the wants of the government economically 
administered, and that they will restore the merchant 
flag to the seas, but not by subsidy. And, incidentally, 
he declares that the tariff will be the paramount issue 
in the campaign, and that the democratic party will win 
on it, says the Globe-Demoerat. 

It may be well to say at the outset that the man 
who gave out this interview is one of the men who, as 
a member of the notification committee, informed Parker 
in midsummer of 1904 that he was to be elected that 
year by one of the biggest majorities which any candi- 
date for the presidency had received in a géneration. 
The same democratic prophet, who is a Missourian, by 
the way, is just as confident now, or pretends to be, 
that a big victory is just ahead for his party. It is hard 
to imagine that he believes what he says, but it is pos- 
sible that he does. The pretense that the democrats can 
make a winning canvass on the tariff sounds strange to 
anybody who remembers the wrangles among the demo- 
crats of each chamber when the Payne act was before 
them. Many democrats in each chamber broke away 
from their titutlar leaders. The split among them on 
the tariff was worse than it was among the republicans, 
while the democrats lack the republicans’ rallying power 
in a crisis. On many divisions in the Senate Aldrich 
had more democrats on” his side than went with their 
chosen spokesman, Culberson. In that tariff fight the 
democratic House leader was unable to lead. It was a 
go-as-you-please fight among the democrats. Republican 
divergencieS attracted more notice by the country, for 
the republican party was dominant, and was responsible 
for legislation. But the division among the democrats 
struck nearer to the middle of their party. And, more- 
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over, the democrats lack the intelligent, forceful leader- 
ship which the republicans always have in great exigen- 
cies. 

The democrat who, at this late day, predicts repub- 
lican defeat forgets the record which the republican 
party made in enacting constructive legislation in the 
recent session. In the special session the republicans 
passed a tariff act on which they are willing to make a 
canvass this year. Half a dozen measures of large con 
sequence were passed by the republicans in the session 
which closed in June. These recent measures, or some 
of them, are particularly popular in the insurgent region. 
The insurgents are claiming most of the credit for the 
shaping of the railway measure and the postal savings 
bank bill. Those measures will figure in the campaign 


in the prairie states. Many of the insurgents will use’ 


them as electioneering documents. Long before election 
day arrives the line of separation between the republi- 
cans and the insurgents will hdve disappeared. Every 
insurgent convention and candidate indorses the national 
administration, and the administration has stood all along 
with the stalwart element of the party. Whatever rea- 
son existed a few months ago for hope for the demo- 
crats has been dispelled. The session was not only not 
barren, but it enacted more important legislation than 
any other single session since the civil war and recon- 
struction days. On that record the republican party 
will enter the campaign with confidence. The republi- 
cans have the issues, the record and the leaders. A 
large majority of the intelligent, progressive and public- 
spirited people of the country are on the republican 
side. The fact that a democratic victory for Congress 
this year would give a setback to all branches of trade, 
even though a democratic House would be powerless to 
enact anything, will impress itself more and more on 
the public consciousness as election day draws near. 
There is no good reason to believe that the series of 
republican congressional victories which began in 1894 
will be interrupted in 1910.—Santa Fe (N. M.) New 


Mexican. 
* * ed 


The Interstate Commerce Commission has decided 
the long-standing Spokane, Reno and Phoenix freight 
rate cases in favor of the shippers, and the merchants 
of the west will find some relief in the abolishing of the 
back haul and class discrimination, and the effect of 
the decision will be far reaching on the coast. 

But the matter has another and more important side 
and that is its effect on local freight, the distributing 
rates from centers to interior points. 

More than a year ago the state railway commission- 
ers, with a great show of candor, came to Bakersfield 
and invited local merchants who have business with the 
railroads to lay their grievances before them, if suck 
existed. Responding to that invitation, a delegation of 
business men went to the meeting prepared to file for 
mal charges specifying discrimination. 

The commission, seeing a storm about to break, 
hastily advised the citizens not to file formal charges. 
but to await the action of the Interstate Commerce Com- 
mission in the Reno and Phoenix cases. If that decision 
should be in the interest of the shipper, why the prece- 
dent as to interstate shipments would make it easy for 
the state commission to give relief in local rates. 

Well, the federal commission has acted. That body 
is made up of men who dare to do their duty. Now let 
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us see what the state officials will do. Are they pre. 
pared to keep their promise to the people of this county, 
a promise made officially and in open session? We wil] 
see what we will see.—Bakersfield (Cal.) Californian, 

aK Oo * 


If the interpretation of the Reno decision of the In. 


_ terstate Commerce Commission by Hon. H. F. Bartine, 


chairman of the Nevada state railroad commission, is cor. 
rect, San Bernardino cannot become busy on securing q 
like reduction from the railroads too quickly. It means 
the upbuilding of San Bernardino in great jumps and 
more directly than through any other agency that now 
confronts the people of the valley. 

Mr. Bartine makes the following statement in regard 
to the decision: 

“The Interstate Commerce Commission decision in 
the Nevada terminal case is a splendid victory for us. 
The resume of the reductions on first-class goods shows 
that we have better than terminal rates from Chicago 
and all points west of that city. In some cases the cut 
is more than half. 

“The rate from New York to Reno is made $3.50 
against $4.25; from Chicago, $2.90 against $4.29; from 
Kansas City, $2.50 against $4.29; from Denver, $2.10 


against $4.29. The present terminal rate to San Fran- 
cisco is $3. The rates at Winnemucca and other points 
east are a little lower than at Reno, owing to a shorter 
haul. Commodity rates not affected are left for subse- 


quent class rates. These reductions will force lower 
rates upon a large number of commodities. 

“This decision means more for Nevada than any 
one thing that has occurred since the state was bor! 
It will force the San Pedro to substantially meet the 
rates in order to hold its business, thus giving southern 
Nevada full benefit of the reductions on the Southert 


Pacific. I have not the decision in detail, but the outline 
indicates that hereafter Nevada will have commercial 
control of her own territory and the business of the 


state should receive a tremendous impetus. Our people 
are to be heartily congratulated.” 

As a state railroad commissioner Mr. Bartine’s words 
have a true ring; in fact, they constitute an agreeable 
surprise, because California people are not accustomed 
to hearing a state railroad commissioner talk above a 
whisper, indeed, if he talks at all—San Bernardino (Cal.) 


Evening Index. 
* * % 


The Union Pacific Railroad company has in opera 
tion a correspondence school that is open to all its em- 
ployes. The first object of the school is, of course, t0 
fit its pupils to perform their duties to the railroad bet- 
ter. The profit of such a scheme ought to be threefold; 
the public ought to get better service from the railroads, 
it in turn ought to get better work from the employe, 
and he ought to become fitted for a better paid post 
reports the Christian Science Monitor. A _ school like 
this, or any such evidence of a corporation’s watchful 
ness, is a sign of the sane co-operation that must exist 
between employer and employe if they are ever to prove 
themselves good citizens. There is nothing that develops 
mutual respect like a common striving after an honor 
able end. By means such as this, a corporation withou! 
any extravagance of profession can show its employes 
that it sincerely desires their welfare by making them 
more self-reliant and better equipped. It means more i 
a certain way than simple increase of wages upon de 
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mand, because in this case the employe knows by demon- 
stration and not by mere assertion that he is fitted to 
earn better wages. Return is more wholesome than 
mere receiving. 

The school, as we have indicated, operates on a 
system of correspondence that enables its teachers to 
reach the 20,000 employes that it has scattered about, 
and at the same time keep at one central spot the re- 
sults of that teaching, so that archives are accumulated 
which the officials may consult in case of an intended 
promotion. But very properly the results of these exam- 
inations do not determine in questions of appointment, 
and thus is saved to the official the right of free choice 
in making appointments, so very necessary in a business 
like that of operating a railroad, where qualifications 
something more than can be shown in an examination 
paper must be proved. 

The report states that up to the present time about 
1,000 out of the 20,000 emnloyes have availed themselves 
of what the school offers, but we hope that in future more 
will use their opportunities in a corporation institution 
that must have good results. The school is one of many 
signs of that enlightcnment that is coming to us every- 
where, to be no mcre appreciated anywhere, perhaps 
than in those walks of life where great masses of men 
perform functions for the public good.—Wichita (Kan.) 
Eagle. 

ca ah * 

An interesting problem is presented in the totals 
of our foreign trade for the fiscal year. The exports, 
valued at $1,744,966,000, exceeded the imports by no 
more than $187,000,000, and a comparison with previous 
years shows a rapid decline of what has been called the 
“favorable balance of trade.” In 1908 the excess of ex- 
ports reached the astounding total of $666,000,000. 

It has always been difficult to account for that bal- 
ance. What became of it? It was never paid in gold, 
for we export more gold than we import, and it had 
to be accounted for by various indirect payments—for 
ocean freight, expenditures of American tourists abroad; 
inmigrant gifts, loans and investments in their mother 
countries, dividends and interest in rent to foreign hold- 
ers of American real estate titles and securities, etc. 
When these important items seemed insufficient bankers 
would add, as a final factor, the “dumping” of our se- 
curities by foreigners in consequence of radical legisla- 
tion, silver agitation, strikes, etc. 

If the excess is disappearing with the growth of our 
population and the home market, with the demand for 
foreign products—especially luxuries—and with the de- 
cline of agricultural exports caused by the competition 
of Canada and Argentina, as well as by “rural depopu- 
lation” and backward methods at home, the question 
arises how we are going to settle our annual accounts 
with Europe—how we are going to pay for freight, tour- 
ist generosity, foreign capital, etc. 

Will it be necessary to export more gold henceforth? 
Not at all. Another way, as our financiers and railroad 
men have shown, is to sell mere and more of our new 
bonds in European money centers. Already three or 
four roads have placed loans in Paris and Berlin, and 
more are talked of. A Chicago banker, N. W. Barris, 
has said that these transactions have fortunately enabled 
WS to liquidate European debts and prevent gold exports, 
ind New York financiers hold the same view. It is a 
Pood thing for Europe to take sound and profitable 
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American securities, and, with the declining balance of 
exports, it is evidently also a good thing for the United 
States.—Chicago Record-Herald. 


* * * 


Just after a big speculative move had caused the price 
of wheat to soar to tremendous heights and when the 
cereal betrayed signs of dropping to normal values, comes 
the drouth in the wheat-producing sections of the country, 
mainly in the great northwest, which has caused the 
price to rise again, and, what is more, which bids fair 
to cause the maintenance of the present high level. 

According to the government report, issued yesterday, 
the condition of the spring wheat crop is only about 61.6 
per cent as compared to 87.1, the ten-year average, and 
the average condition of the year’s crop is 73.5, as com- 
pared to 84, the ten-year average. 

According to these figures the combined winter and 
spring wheat crops were 10 per cent lower than the ten- 
year average, and therefore a corresponding rise in the 
price of foodstuffs made of wheat may be expected. 

That is, in addition to the other causes of the high 
cost of living, added to the tariff, to the national lack of 
thrift and to the numerous other factors that go into 
causing life’s necessities to be harder to obtain than 
formerly, we shall probably have a natural] condition that 
will increase the price of one of the most common articles 
of food. 

It is decidedly unfortunate that this is so. The price 
of bread has been raised frequently by permitting wheat 
to be the sport of gamblers, but in this instance nature 
has apparently chosen to show mankind that it also can 
contribute to hardship. 

The entire country will suffer from this calamity, but 
the farmers in the drouth-stricken sections will be the 
severest sufferers. They will see the work of the year 
go for naught and will have their toil and their hardship 
for nothing. 

There is a lesson in this for the men who till the 
soil and it is that better methods must prevail. They 
should not be entirely dependent upon rain. 

Irrigation, to a certain extent, is perhaps possible in 
all sections of the country, and it might be a good plan for 
the farmers of the “rain belt” to provide a reserve supply 
of water in case of failure of the rains to appear in proper 
season. Almost always in these sections, after drouth 
has done tremendous damage, floods come along to com- 
plete the ruin that has been wrought. 

To conserve the waters of these floods to a con- 
siderable extent is probably not beyond the possibility 
of modern engineering skill, and if this were done it is 
probable that there would be more stability to the price of 
foodstuffs and less hardship among the farmers. 

In the irrigated west such calamities are unknown, 
and for this, if for no other reason, it is likely that this 
will be the great agricultural section of the future, for 
the greatest element of risk is eliminated. We do not 
suffer from drouth, for we do not put our trust in rain- 
fall, while floods have little terror, but, on the contrary, 
only assure us of a more abundant water supply against 
the time of need. 

The best thing the farmers of the older sections could 
do, therefore, would be to come farther west, but those 
who are unable to do this should at least learn the lesson 
the west is teaching and guard as far as possible against 
damage from the elements.—Pueblo (Colo.) Star Journal. 
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Walter J. Moore has been promoted to the chief 
clerkship of the general traffic department of the New 
York Central lines, under Vice-President Daly. 

F. C. Eckman has been appointed general manager 
of the Michigan, Indiana & Illinois line, vice W. J. 
Tompkins, resigned to engage in other business. 

M. E. Newell has been appointed commercial agent 
and T. F. O’Donnell contracting freight agent of the 
Tennessee Central Railroad, with offices at Chicago, III. 

L. L. Beck has been appointed commercial agent and 
James G. Larkin soliciting freight agent, of the Ten- 
nessee Central railroad, with headquarters at St. Louis, 
Mo. 

Harry B. Chamberlain has been appointed vice-presi- 
dent in charge of traffic of the Tennessee Central rail- 
road, with headquarters at Nashville, Tenn. Mr. Cham- 
berlain was formerly vice-president of the Erie railroad, 
having risen to that post from a clerical position in the 
traffic department of the road. He resigned from the 
Erie several months ago. 

Announcement has been made of the appointment of 
F. S. Davis as chief of tariff bureau of the New York, 
New Haven & Hartford, Boston & Maine, Maine Central, 
New England Navigation company, York Harbor & Beach 
and St. Johnsbury & Lake Champlain roads. Mr. Davis 
will be located at South Terminal station, Boston, Mass. 

S. I. Rooks has been appointed traveling freight 
agent of the Wolvin line, with headquarters at New Or- 
leans, La. 


Will Not Affect Michigan Rates 


Lansing, Mich., July 22——The approval of the Inter. 
state Commerce Commission of suspended tariffs naming 
important rate increases will not, according to state- 
ments given out here, mean that these rates will receive, 
because of that quasi-endorsement, the O. K. of the 
Michigan railroad commission. 

In explanation of this stand, Chairman Glasgow ex- 
plained that for the state board to approve such sched- 
ules would make it difficult for the shippers to protest 
them, and that therefore the commission thought it best 
to keep strictly out of the fight, hearing complaints and 
protests at all times and changing such rates as it found 
best. 





Grain Rate Conference Goes Over 





St. Paul, Minn., July 22.—At the preliminary confer- 
ence between the railroad commissioners of Minnesota, 
North and South Dakota and Iowa, last Friday, regarding 
threatened increases in,northwestern interstate grain 
rates, it was decided to have a meeting with the railroad 
traffic officials next Tuesday, July 26. 

The conference was called at the request of the 
South Dakota commissioners. Invitations had also been 
extended to the commissioners of Wisconsin, Missouri 
and Nebraska to be present, but they found that they 
were not interested in the rates to be discussed. Like- 
wise, the Iowa representatives found that no points in 
their state are to be affected by the changes under con- 


sideration and announced that they would not be present 
at the next meeting. 

From. examinations of the railroads’ tariffs, the cep. 
ference is said to have discovered that an advance rang. 
ing from one-half to three cents per hundred pounds had 
been made on flax and wheat from practically every sta. 
tion in the Dakotas to. the terminals at Minneapolis, py. 
luth and Omaha; that in a great many cases Duluth and 
Omaha had been given an advantage over Minneapolis 
in the new adjustment. The rates at issue are sched. 
uled to become effective August 15. Traffic officials of 
the roads were called in, but asked further time in 
which to prepare their defense of the new rates. Mean. 
while, it is understood that the Interstate Commerce 
Commission has been asked to suspend the rates pend. 
ing the investigation into their reasonableness. 


MOST VALUABLE PUBLICATION OF ITS KIND. 


“| have been a subscriber to The Traffic Bulletin 
since the date of its first issue and | believe it to be the 
most valuable publication of its kind in the United 
States.”—-F. S. Miller, Canton, O., Industrial Traffic Man 
ager. 
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When You Ship to the 
Northwest 


Route your freight via the Northern Pacific Railway for 
quick service. The same superior facilities which have 
made this line notable as a passenger carrier are afforded 
for the prompt and speedy transportation of freight ship- 
ments, both carload lots and L. C. L. 


SERVICE THAT SETS THE PACE 


Between the Head of the Great Lakes, the upper Mi 
Valley and the North Pacific Coast. 


Route of the de luxe ‘‘North Coast Limited” and fou: 
daily electric-lighted transcontinental passenger trai! 


May we serve you? 


A. M. CLELAND J. B. BAIRD 
Gen’! Passenger Agent Gen’l Freight Agent 
ST. PAUL ST. PAUL 





Passenger and Freight Representatives in Principal Cities 


LAWYER 


Experienced in handling interstate commerce work 0") 
claims against railroads, as well as general legal usin] 
will consider proposition of employment. 
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YOU WILL WANT IT 
>It he Railroad Law Complete 


ARRANGED AS FOLLOWS: 
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THE ORIGINAL COMMERCE ACT—COMPLETE 


hat part which was just expunged set in one type so that it can 
easily distinguished; and the new amendments set in still 
other type. Also the act to create a commerce court. 
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E WIRE OR WRITE QUICK 


PRICES: 


Single copies, 25 cents, postage paid 
ye Lots of 10to 100 ‘* 20 ‘* express collect 
“ 100t01,000 “ 15 “* 25 7 
Over 1,000 “ 10 “* 5 “ 


_-] THE TRAFFIC SERVICE BUREAU 


OnLD. ‘6 Market St., Chicago 26 Jordan Blidg., Washington, D. C, 
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Directory of Transfer Agents, Freight Forwarders, 
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BINGHAMTON, N. Y. 


A. MERCHANTS’ WAREHOUSE COM- 
PANY. Storage, transfer and for- 
warding. The Quackenbush Company. 

ea SS 

I. BUFFALO, N. Y. ? 


BUFFALO STORAGE & CARTING 
CO., 350-356 Seneca St. ‘‘Unsu 
facilities’”’ for storing, handling, trans- 
ferring and forwarding goods. Tele- 
phone No, 683. 





CHICAGO, ILL. 


BELT LINE TRANSFER & STORAGE 
CO., warehouses located at 76th and 
Wallace Sts., on Belt Railway; office, 
4 Sherman St.; do a general storage 
and transfer business; issue nego- 
tlable warehouse receipts, good at 
any bank. 





JUDSON FREIGHT FORWARDING 
Co., INC., 443 Marquette Bldg. Car- 
load distribution to all railroads at 
Chicago without teams; L. C. L. ship- 
ments of machinery forwarded at re- 
duced rates to all principal western 

‘ER and Pacific Coast points. 


MIDLAND WAREHOUSE & TRANS- 
FER CoO., 43d and Robey Sts. Belt 
' line warehousing and ee with- 
AH out teams. Carloads received rail er 
lake and reshipped rail, L. Cc. L., at 

Chicago rates. Insurance rate, 29c. 


€. W. SHELDON & CO., Monadnock 
Block. Import and export freight con- 
ING tractors, warehousemen and insurance 

















agents; custom house brokers and 
custom house attorneys. 


AL. 





DALLAS, TEX. 


co W. M. EDWARDS, JR., 113 Austin St. 
. General transfer and forwarding 
agent; reshipping; storage; warehouse, 
































C AL Carloads or less consigned to our care 
e will be delivered promptly. 

‘AGE 

% DENVER, COLO. 


BENVER STORAGE WAREHOUSE 

. 1521-31 20th St. Merchandise 

GA. stored and forwarded. Insurance at 
Special rates. Consignments solicited. 


GE & 
BETROIT, MICH. 


; B. FERGUSON CO., LTD., foot of 
MO. Fourth St. Authorized cartage agents 
fot the MICHIGAN CENTRAL R. R. 
CO. General cartage and forwarding. 


Special attention to carload distribu- 
on. 


 ARE- 
H. J. READING TRUCK CO., 57 East 
Woodbridge St. Authorized cartage 
agents for the Wabash and Canadian 
treet. Pacific railways and for the Anchor 











Line steamers, Special attention given 
to distribution of carload freight for 
two or more parties. Merchandise de- 
livered as orde 


OHIO 








THE TRAFFIC WORLD AND TRAFFIC BULLETIN 


Directory of Transfer Agents, Freight Forwarders, 
Warehousemen, Custom House Brokers, etc. 


ELMIRA, N. Y. 


ELMIRA STORAGE & SUPPLY CO. 
General] storage, transferring and for- 
warding. Warehouses accessible to 
all railroads. Prompt service. 


KANSAS CITY, MO. 


K. & M. STORAGE CoO., Ninth and 

Santa Fe Sts. 

Track connection with all roads en- 
tering city. 

Carloads stored, distributed and re- 
aes. 

Track capacity, eight cars a day. 

Low insurance, prompt, satisfactory 
service. 

Bonded in accordance with state laws. 


TERMINAL WAREHOUSE CoO., 24th 
and Broadway, on Kansas City Belt 
Railway. 

Reinforced concrete building. 

Carloads stored, distributed and re- 
paeet. 

Absolute safety in storing. 

Prompt and careful service in dis- 
tributing and reshipping. 

Insurance, 25c per $100 per annum. 





LOS ANGELES, CAL. 


LOS ANGELES TRANSFER CoO., 830 
S. Broadway. Baggage and freight 
distribution; consignments and car- 
loads our specialty. BEstablished 1885. 





LOUISVILLE, KY. 


LOUISVILLE PUBLIC WAREHOUSE 
COMPANY, INC. Import and export 
freight contractors, transfer and re- 
shipping agents, custom house brok- 
ers. Bonded and free warehouses. 





ST. LOUIS, MO. 


ASHLEY WAREHOUSE CO. Bonded 
and general storage. Drayage facili- 
ties. Cars promptly handied. Custom 
house entries attended to. Insurance 
18c. Track connections. 


BONDED EXPRESS & TRANSFER 
CO. Distributors of bulk shipments, 
carloads or less. Consignments so- 
licited. 





SALT LAKE CITY, UTAH. 


A. STIEFEL PIONEER TRANSFER, 
615 Tribune Bldg. General transfer 
and distributing agents. Carload dis- 
tribution our specialty. Reliable and 
prompt. Established 1873. 


SAVANNAH, GA. 


SAVANNAH WAREHOUSING CO. 
Wholesale distributors and manufae- 
turers’ agents. Modern brick ware- 
house and unexcelled transportation 
facilities. We make a specialty of 
representing manufacturers 
goods at Savannah for supplying 
southern § trade. Prompt attention 
given carload shipments for distribu- 
tion. Drayage. 


SCRANTON, PA. 


MERCHANTS’ WAREHOUSE CO. 
Commercial storage, transfer and for 
warding; railroad sidings. The Quack- 
enbush Co., proprietors. 


WILKESBARRE, PA. 


MERCHANTS’ WAREHOUSE Co, Ster- 
age, transfer and forwarding. The 
Quackenbush Co. 





The Legal End 





UST in the same manner in 
which The Traffic Service 
Bureau has made a reputation 
for furnishing technical data 
on traffic matters, so is it now 
prepared to assist patrons in 
handling the legal phases of 
their shipping business. 


HE Traffic Service Bureau 

is able to offer you the 
services of its legal depart- 
ment, under the personal 
direction of our General 
Counsel. Wecan act either 
as consulting attorney or as 
attorney of record; we will 
handle your case from start to 
finish, or assist in the prepara- 
tion of such legal data as your 
own personal counsel may not 
have at hand. 


A®’ in all other departments, 


your wants are our only 
limitations. 





The Traffic Service Barecan 
26 Jordan Building, Washington, D. C. 


Lega: Department 
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McGUIRE-CUMMINGS MFG. CO. 


CHICAGO, ILL. 


Entere 


BOARD: ARMSTRONG" co. 
WHITE HOUSE’ PURE APPLE CIDE? VINEGAR 


= > 


TANK CARS | 
FREIGHT CARS 


Steel and Wood Construction. Special and Standard Designs. 


CA BOOSES 
ALL TYPES SPECIAL EQUIPMENT 


DERRICK CARS CONSTRUCTION CARS 
CREOSOTING CARS LOGGING CARS AND TRUCKS 


SPECIAL TRUCKS OF ALL CAPACITIES 
Works: CHICAGO, PARIS, ILL. General Office: CHICAGO 


WRITE FOR NEW CATALOGUE 





